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Foot-Guards for Frogs and Guard-Rails, 

The victims of that distressing kind of accident which 
arises from catching the foot in frogs and guard rails, as n 
a bootjack, are so scattered and obscure that their misfor- 
tunes are not likely to attract much generalattention. They 
have, however, attracted the very careful attention of 
many humane railroad officers, and many roads are now 
making efforts toremove the danger. An unusual num- 
ber of these accidents are fatal. A correspondent writes us, 
that out of 170 accidents of the kind, which he has noted in 
the Chivago papers alone, 140 were fatal. As none of the 
remedies proposed are expensive, nothing more is required 
than some definite decision as to what is really the best to 
have it generally introduced. 

We have, therefore, taken some trouble to ascertain what 
was being done, and whether there was any particular 
device for the purpose which was elearly obtaining pref- 
ence. Unfortunately, this cannot be said to be the case, 
The plans at present in use may be divided into three gen- 
eral classes: 1. A simple wedge-shaped piece of plank, 
sufficient to fill up the entire space between the rails, up to 
the level of the under side of the head. 2. The Hart foot- 
guard, illustrated in figs. 1 to 3 herewith, which is so simple 
that the cuts explain themselves. 3. Sume form of U- 
shaped iron plate, filling the space very much as the Hart 
guard does in fig. 3, but leaving a U instead of VY opening 
between the rails. 

The simple wooden block has always been objected to as 
filling up the space too much, so that the slightest ad- 
ditional obstruction would be liable to cause an accident. 
lt is, however, in use on the Atchison, Topeka and Santa 
Fe Railroad and several others in the West, and on the Bos- 
ton & Albany and several others in the East. On the latter 
line difficulty from ice and snow would be as likely to occur 


devices are intended to prevent is that they are not painful 
at the time, when they take place suddenly and unexpected- 
ly. A singular proof of this was an accident which happened 
some years agoto a master mechanic, who lost his foot 
by walking off the end of a platform and so throwing his 
leg under the wheel, while walking along holding on to the 
hand-holds of the locomotive and talking to the engineman, 
as the train was getting under way. He fell upon the 
ground after his foot had been crushed into jelly and at 
once attempted to rise again with the idea that he had sim- 
ply stubbed his toe. The agony of apprehension, however, 
which a man must suffer who finds his foot caught asin a 
vise and knows he is about to lose it, may make a great 
difference even in the physical suffering at the time, and in 
any case the most suffering comes later. 

Few readers may know that this question has been made 





as anywhere in the United States, yet we are informed that 
not the slightest inconvenience or danger of any kind has 
been felt. The frogs and switches must be promptly 
cleared out, any way, when the weather requires, and the 


simple piece of plank is thought to answer all requirements. 





Nevertheless, a certain prejudice exists against the use o 


a mere piece of plank, as being liable, at least, to cause dan- - 


ger. We have been unable to ascertain that this feeling 


is anywhere based on evil results actually experienced, but — — 


simply on a fear that such might occur. Saould any of our 


readers know of an instance we should be glad to have it ===. 


communicated for publication ; but to those who have even 
an apprehension that evil results may follow the use of 


mere pieces of plank the Hart safety guard (the invention =a 


of E. S. Hart, Clinton, Ia.) furnishes a means of accom- 
plishing the same end, so greatly to be desired, at but 


trifling extra expense. Tae Hart guard has been adopted | 


for practical use on some 21 different lines in the West, and | 
so far as we can learn, has given entire satisfaction. A cir-| 
cumstantial statement was made to us, and perhaps to | 
others interested in the subject, that it was not proving sat- 
isfactory, and was being removed on the Chicago & Grand 
Trunk Railway; but inquiry as to the truth of this report 
brought out the following response from Chief Engineer 
A. B. Atwater : : 

‘*- You have bees wrongly informed. I have had no occa- 
sion to change my opinion in regard to the ‘ Hart foot guard.’ 
I ‘consider that it answers the purpose admirably. My 
attention has, however, been lately called to another device 
for-filling frogs and switches, which, if it stands the wear, 
will be a somewhat cheaper arrangement to apply: It is 
made from steel formed to fit in between the rails, and 
spiked at one end to the track. Nodrilling is required for 
it. I am having some of them placed in one of our yards, 
and will soon be able to let you know how it works.” 

Mr. Atwater’s letter brings up the third class of safety 
guard, which consists in some form of U-shaped metal plate. 
The cost of such a device may be taken as about the same 
as that of the Hart guard, for although Mr. Atwater thinks 
its cost will be somewhat less, others have informed us that 
it wil] be somewhat greater. The advantage over any form 
of wooden guard is that itis more durable. The disadvan 
tage is that, in order to fill all kinds of irregular spaces and 
angles, it will take some trouble and expense to avoid giving 
the guard a botchy appearance, and the plates must be 
made of two or three divisions at least. There will also be 
more danger of cutting men’s boots, if not catching their 
feet, and on movable switch-rails or spring-frogs it cannot 
well be used at all. For these or other reasons, the plan 
cannot be said to have met to date anything like the general 
appreciation of other devices, and is not, so far as we can 
ascertain, anywhere in use as an adopted device. 

Whatever plan be adopted, humanity requires that the 
introduction of so cheap a safeguard should not be need_ 
lessly delayed. The cost of and manner of attaching the 
Hart-guard, which is as expensive as any remedy, is given 
in the following report of J. H. Preston, Division Road- 
master of the Chicagc, Rock Island & Pacific line, to the 
Vice-President and General Superintendent : 


**Split switch. 1 frog, 4 guard rails and heel of switch 
points; 16 ft. 8 in. oak blocking; 34 % x 214 in. and 23g x4 
lp. carriage bolts, cost $1.30. 

“Single throw stub switch. 1 frog, 2 guard rails and 
rails in switch chairs; 14 ft. 5 in. oak blocking; 26 3 x 244 
inch. and 2 % x4 in. carriage bolts, cost $1.02. 

‘** Double-throw stub switch. 3 frogs, 4 guard rails and 
rails in switch chairs; 36 ft. 7 iv. oak blocking; 42 3 x2 





. April 26, 1881. 


Fig. 2. Applied to guard rail. Fig. 3. Applied to switch 


Hart’s Foot Guard. 


a political one in Michigan. Governor Jerome, in 1881, 
having allowed a bill, making the use of safety-guards 


state was sown with hand-bills having a picture of a man 
with his foot caught in a frog and a train under full head- 
way approaching him. The article was headed ‘“‘ How 
Governor Jerome loves and protects the people,” and helped 
to reverse his enormous majority and insure his defeat by 
the Fusion candidate Begole, ‘‘,;who may spell the sacred 
name of God with or without a capital G,but” who wouldn’t 
veto a safety-frog bill on any account. 








Report of the Eastern Railroad Association. 


We give below, nearly in full, the report of the Execu- 
tive Committee of the Eastern Railroad Association to the 
members of the Association, which is this year of unusual 
importance : 

Your Executive Committee subm ts the following state- 
ment of the business transactions during the year ending 
Dec. 31, 1883: 

The Treasurer reports as follows : 

MNOS Dec. FB), 2OBS....c0csscccd seccsccersssosecseses $50,028 98 
Assessments for 1883..... .. ae 22,032 67 
Entrance fees... ............. 
Interest on investments....... 





Total receipts 
Disbursements during 1883 


Credit balance December 31, 1883................+. $56,430 47 


As compared with last year’s statement, this shows a 
decrease in the revenues from al) sources of $597.58, and an 
increase in the surplus of $6,401.49. 

There is a decrease in the ——— of $4,599.78. This 
decrease is mainly due to a reduction in the -— expense 
account, which, for the previous year, was $7, .83, while 
for 1883 it amounted to only $1,636.28. The expenditure on 
this account varies from year to year, and cannot well be 
estimated in advance. Some years ithas amounted to more 
than $20,000, and never has been Jess than. during the year 
1883. It is because of the uncertainty as to expenditures 
on this account that we deem it advisable to retain a sur 
plus fund which may be drawn upon in cases of emergency. 

The experience of the last few years has shown that by 
the present rate of assessment a fund is secured sufficient to 
cover ordinary expenses, and we think it should be con- 
tinued for another year. We therefore recommend that 
the assessment for 1884 be fixed at 50 cents per mile and 
$50 per $1,000,000 gross receipts, based u; all roads 
operated by each member through ownership, lease, or 
operating ments. 

As advised in last year’s report, the general office of the 





in. and 9 3 x4 in. carriage bolts, cost $2.64.” 
A singular fact in connection with such accidents as these 


Association has been removed from the city of New York 
to the city of Washington, The change has met with 








abligatory, to die upon his hands for want of approval, the | R R. 





general approval, and bas resulted favorably in the dispatch 
of business. 

From the accompanying list it will be seen that 163 
patents have been examined and reported on during 
the year. Said reports cover a variety of sub- 
jects, some of which are comparatively new in 
railroad practice. They serve to illustrate the fact that the 
business of the association is progressive and steadily 
increasing in usefulness. 

The majority of said reports were made with a view to 
determine the scope and validity of the patents, the object 
being to ascertain if the devices therein described could be 
used without infringing other patents—questions which could 
only be determined by a review of the state of the art in 
each instance. In many cases, therefore, the reports are 
quite voluminous, and refer to a very large number of 
patents of this and foreign countries, and to publications 
relating to the particular art under consideration. 

A number of said reports, about one-fifth, were made on 
claims for alleged infringement of patents. Some of said 
claims were reported good, and infringing railroads were 
advised to settle the same, and, where the request was made 
under the rules, settlements were made through the Associa- 
tion. In a majority of cases, however, it was found that 
the claims for infringement could not be sustained ; yet in 
one instance only has suit been brought under any of the 
patents included in the list. 

In addition to reports on the patents referred to, a large 
number of reports were made on unpatented devices sub- 
mitted for examination, with a view to determine if they 
could be used without infringing existing patents, and in 
—_ instances to determine if they were new and patent- 
able. 

This branch of the business has greatly increased yn 
the year, and it should be encouraged in every way by rail- 
road managers, as it is the surest way to guard against 
litigation in the future. 

From past experience we are satisfied that if all railroad 
appliances were submitted to the Association for examina- 
tion before being put into use, we would not often be called 
upon to defend suits for infringement, and the members 
would not be required to pay royalty to patentees of whose 
patents they had no knowledge before commencing to use 
the infringing devices. 

Your attention is also invited to the list of expired patents 
herewitb, and which, taken with the corresponding list in 
last year’s report, shows all the patents heretofore reported 
on which have now become public property, and many of 
which have been in litigation. 

Amongst the important patents which have expired dur- 
ing the year, the following may be mentioned : 

Bin rake-shoe, Davis hanger, Smith furnace grate-bars, 
the Miller oe gp and coupler, Kimball & Norcott cyl- 
inder cock, Baker car-heater, Day submarine cable, Gres- 
ham lifting injector, Prindle metallic piston packing, and 
the Richardson & Nuylor pop-valve patents, etc. 

The suits for alleged infringement of letters-patent 
brought during the year as follows : 

Mary E. Pratt against the New York Central & Hudson ; 
River R. R. Co. 

The Richards Car Perch Co. against the Eastern R. R. Co. 

Benjamin F. Green against Henry 8. Little, Receiver 
Central R. R. of New Jersey. 

Francis Kearney and Mary F. Tronson against the Lehigh 
Valley R. R. Co. 

Byron Rice against the New York Central & Hudson 
River R. R. Co. 
an” Campbell and E. T. Dunn against the Pennsylvania 

. R. Co. 

Ezra Miller against the Pennsylvania R. R. Co. 

Wm. D. and George H. Andrews et al. against the Long . 
Island R. R. Co, 

We are advised that the defense is full and complete in 
all of said cases. 

Duriog the year the following cases have been dismissed, 
discontinued, or otherwise disposed of : 
The National Car Brake Shoe Co, vs. the Boston & Maine 


R.R. 

ao National Car Brake Shoe Co, vs. the Old Colony R R. 

The National Car Brake Shoe Co. vs. the Boston & Albany 
Co. 


The National Car Brake Shoe Co. vs. the Central R.R. of 
New Jersey. 

F. A. Stevens vs. the Pennsylvania R.R. Co. 

F. A. Stevens vs. the Northern Central Ry. 

F. A. Stevens vs. the Philadelphia, Wilmington & Balti- 
more R.R. Co. 

A. Emigh vs. the Philadelphia, Wilmington, & Baltimore 
R.R. Co. 

James W. Evans vs. the Long Island R.R. Co. 

The National Car Brake Shoe cases were brought 
for alleged infringement of certain letters - patent 
granted to Joseph Wood for improvements in brake shoes, 
the infringement claimed arising through the use of what is 
known as the Christy brake shoe, also a patented device. 
Your Committee bad examined both patents and accepted 
them as valid, but, as for distinct improvements, the one not 
interfering with the other. The defense was, therefore, that 
there was no infringement, and such defense was fully sus- 
tained by the Court an: the suits dismissed. 

The Stevens and Emigh suits were brought for infringe- 
ment of the Stevens double-acting car brake patent, but the 
issue was one of title and not on the validity of the patent, 
which had been previously determined. A satisfactory 
settlement was made and the suits discontinued. 

The James W. Evans suit was for alleged infringement of 
acar-spring patent. It was withdrawn by consent of par- 
ties. 

No final action has been had in any of the other pending 
cases, but they are all receiving proper attention, and mem- 
bers will be promptly advised of any devisions which may 
be rendered.* 

During the year the following agreements were made with 
the owners of letters-patent, whereby the members are 
released from all claims for past infringements, on the con- 
dition that they will refrain from infringing in the future: 

With the Detroit Lubricator Co. and the Seibert Cylinder 
Oil Cup Co. respecting what is known as the sight feed and 
hydrostatic pressure lubricator, and with Messrs, Miller, 

etealf & Parkin, of Vittsburgb, Pa., respecting what is 
known as the Pickels patent car spring. 

Negotiations for such agreements are made on the prin- 
ciple that the purchaser of an article in open market should 
be protected in the right to use it by the seller, whether 
there may be patents covering it or not, and between the 
railroads as users and the manufacturers and dealers in rail- 
road supplies as sellers there should be no litigation respect- 


— 

e think that the influence of the Association 
should in such cases be exercised to require the 
holders of the patents to settle all questions of in- 








* Since this report was written the case of Locomotive Engine 
Safety Truck Co. vs. Pennsylvania R. R. Co. bas been finally de- 
cided by the United States Supreme Court. This is what is more 
commonly known as the swing-truck case. The final decision 
was in favor of the ra , and determines a uumber of other 
suits brought by the same company against our members. 
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fringement between themselves, and, if litigation is neces- 
sary to confine it to the manufacturers and dealers. We are 
gratified in being able to report that our efforts in this direc- 
tion are receiving consideration, and, as in the cases above 
—— have been measurably successful. 

n cases where the parties refuse to make such agree- 
ments, and where resulting litigation is probable, we advise 
the members not to purchase or use the patented article in 
dispute without first obtaining a substantial guarantee or 
bond of indemuity which will protect them from any loss 
which may arise through infringement of the patents in 
question. The better course, in our opinion, is to refrain 
from using the device, and thereby compel the manufac- 
turer or dealer either to comply with our reasonable request 
or lose his market. Of course, these suggestions do not apply 
to any patented device which is made and used by the rail- 
roads themselves. 

While the operations of the Association during the year 
have met with success, and the submission of this report 
gives us pleasure, we have to announce with sorrow and 
regret the death of Mr. Strickland Kneass, who so ably and 
faithfully filled the oftice of President from May 8, 1878, 
until his death. 

At a special meeting of your Committee, held on Feb. 
14, 1884, the death of Mr. Kneass was officially noticed, 
and a committee appointed to prepare resolutions expres- 
= of the honor and esteem which the Association had for 

im. 

The appendix to the report contains a list of 163 patents 
examined and reported upon during the year; also of 15 un- 
patented devices submitted for examinatiou upon which 
reports were made, A list is also given of 41 patents which 
expired during 1883. 

The membership of the Association now includes the fol- 
lowing companies, with their branches and leased lines: Al 
legheny Valley; Baltimore & Ohio; Boston & Albany; 
Boston, Concord & Montreal; Boston & Lowell; Boston 
& Maine; Boston & Providence; Boston, Barre & 
Gardner; Camden & Atlantic; Carolina Central; Catasauqua 
& Fogelsville; Central, of New Jersey; Central Vermont; 
Cheshire; Concord; Connecticut & Passumpsic Rivers; Con- 
necticut River: Concord & Claremont; Danbury & Norwalk; 
Delaware & Hudson Canal Co.; Eastern; Fitchburg; Housa- 
tonic; Hartford & Connecticut Valley; Lebigh Valley; 
Long Island: Manchester & Lawrence; Maine Central; 
Naugatuck; New York Central & Hudson River; New York, 
New Haven & Hartford; New York, Providence & Boston; 
New York & New England: New London Northern; New 
Haven & Northampton: Northern Central; Northern (New 
Hampshire); Northeastern (South Carolina); Ogdensburg & 
Lake Champlain; Old Colony; Pennsylvania Railroad; 
Pennsylvania Company; Pittsburgh, Cincinnati & St. Louis; 
emesis & Reading; Philadelphia, Wilmington & Bal- 
timore; Pennsylvania & New York: Portland & Ogdens- 
burgh; Petersburg; Providence & Worcester; Providence, 
Warren & Bristol; Richmond & Allegheny; Richmond, 
Fredericksburgh & Potomac; Richmond Petersburg; 
Rome, Watertown & Ogdensburgh; Seaboard & Roanoke; 
Sullivan County; Troy & Boston; Vermont Valley; West 
Jersey; Wilmington, Columbia & Augusta; Wilmington & 
Weldon: Worcester, Nashua & Rochester. 








Transportation in Congress. 


In compliance with an order of the House Committee on 
Foreign Affairs, Representative Stewart, of Texas, has pre- 
pared a bill provoiding for the appointment of three com- 
missioners, to serve two years, to aid in extending American 
trade and commerce and in acquiring information looking 
to railway communications between Southern countries and 
the United States. The bill provides that the commissson 
shall visit Mexico, Guatemala, Honduras, Salvador, Nicara- 
gua, Costa Rica, Colombia, Venezuela, Ecuador, Peru, 
Bolivia, the Argentine Republic, Chili, Uruguay, Paraguay 
and Brazil. It further provides that it shall also be the duty 
of the commission to ascertain the feelings and inclinations 
of the people of these countries with reference to railway 
communication between their countries and the United 
States, and likewise what guarantees, immunities and priv- 
ileges. if any, have already been granted by them, or what 
they may be willing to grant hereafter, looking to the in- 
crease and quickeuing of postal communication, commerce, 
trade and travel between their own countries and the 
United States. The Secretary of State is directed to in- 
struct U. S. ministers and consuls in Mexico and in Central 
and South America to render every possible assistance to 
the commission in acquiring all essential information 
attainable. The bill appropriates $70,000 to pay the 
expenses of the commissioners and their salaries of $1,000 
each annually. 








Railroad Pile-Driver. 


The steam pile-driver illustrated in this issue is one that 
has recently been built at the shops of the Flint & Pere Mar- 
quette Railroad at East Saginaw, Mich., of which Mr. T. J. 
Hatswell is Master Mechanic. 

The machine consists of a car 36 ft. long by 10 ft. wide, 
with a swinging platform of the same dimensions; the latter 
carrying the engines, winding gear and leaders. The main 
car is of iron throughout, except the flooring, which is of 
2 in. pine. The trucks, of which there are three, are 
of the ordinary Thielsen type, with M. C. B. standard 
fittings. The sills are six in number, four 12% in. 
channel bars weighing 85 lbs. to the yard, and two 
I beams weighing 125 Ibs. to the yard, all firmly bolted 
together with cross-plates and braces. At each 
corner there is a jack-screw, made with the nut to 
turn and form the base of the jack at the same time, while 
the head of the screw is held by a pin to the bottom of the 
body. These can be turned up and carried under the floor 
when the car is not in use. When in use they serve to carry 
the weight of the car, and avoid unnecessary strains upon 
the springs. In connection with them aie tongs which 
firmly clutch the track, and hold the car down. In cases 
where it is desired to drive piles for bridge or trestle work 
where the structure is to be built, the forward truck may be 
removed, and the car run up so that while supported upon 
one bent, the leaders will project over far enough to drive 
the piles for the next. 

The body of the upper platform is also of iron, while the 
upper works are of wood. There are four sills, two 6-in. 
channel bars weighing 33 lbs. per yard, and two 6-in. I 
beams, weighing 90 lbs. per yard. Itis pivoted on its own 
centre, but placed 3 ft. ahead of the centre of the lower car 





This gives the leaders plenty of clearance at the corners 








It is turned by means of a simple hand gearing. Near the 
ends of the lower car there are two T rails bent to the 
proper radius, and continued by cast-iron wings bolted to 
the sides of the car, this arrangement forming a suitable 
track for the rollers attached to the upper platform. There 
is also a circular track 10 ft. in diameter about the pivot, 
which serves the double purpose of track and rack for the 
swing gearing. 

The boiler is of the ordinary locomotive type, is 9 ft. 9 in. 
long over all, has a 31-in. shell and forty-four 2-in. tubes. 
The engines have cylinders of 7 in. diameter and 10 in. 
stroke. They are placed upon the same bed-plate close to 
the floor on either side of the boiler, and are coupled quar- 
tering to the same shaft. The valve motion is of the usual 
shifting-link type. The shaft is geared direct by means of 
a pinion and gear to the spool shaft. There are two spools 
which run loose upon their shafts, and are turned by means 
of a powerful friction clutch operated by a hand lever, 








the car is a chain motion, which may be thrown into action 
by a clutch on the forward spool shaft, and which comes 
down to one of the axles of the centre truck. This is con- 
nected to the other axle of the truck as shown, or, if 
desired, to the forward axle of the back truck. The driver 
handles itself and tender with two loaded cars with perfect 
ease. Fuel and water are carried by a small locomotive 
tender placed behind. 

The small crane shown at the side of the trestle is a light 
affair weighing 80 lbs., can be shifted from one side to the 
other, and has a capacity of 1,700 Ibs. It is intended mainly 
for swinging the heavy wings into position, and lifting them 
back upon the car, though it may be utilized for lifting any- 
thing. There is also one placed at the side of the car, near 
the back wing, that weighs only 40 lbs., and is used for 
hoisting the wing into position and nothing else. 

When ready for transportation over the road, the ladders 
are taken down, the leaders folded back over the top of the 














STEAM PILE DRIVER FOR FLINT 
J. T. HATSWELL, 


while they may be held in any position by a strap brake 
actuated by treadles. The object of the two spools is to 
avoid the necessity of uncoupling the rope used for lifting 
the hammer, whenever it is required to hoist a new pile 
into position. The hammer rope is spliced directly to the 
hammer, and runs out as the hammer drops, so that no 
time is lost in waiting for the shears to fall, as is ordinarily 
the case. The hammer weighs 4,500 Ibs. and is preferably 
used with a short drop. 

The leaders, it will be noticed, are very long ; the reason 
is that it was desired to bave a machine that would take in 
a 40 ft. pile. In many places the road has bridges or tres- 
tles over swampy ground, where even a pile 40 or 50 ft. 
long will fail to touch a solid bottom. The leaders are 
braced, it will be seeu, by two ladders running from the 
top stringers of the roof. The ladders are also swung in 
trunnions, and can be lowered tothe roof for transporta- 
tion. 

The sides of the cabin are fitted with shutters hinged at 
the top and opening out. In front, on the right-hand side, 
the roof has aloag scuttle, so that the engineer is enabled 
to see the leaders for their whole length, and thus accurately 
adjust the height of the drop. The driving gear for moving 














& PERE MARQUETTE RAILROAD. 
Master Mechanic. 


car, the smoke-stack turned down, the wings removed and 
the driving chain taken off. The driver was in constant use 
for several months during the past season and has given 
entire satisfaction. The weight of the machine in working 
order is estimated at 35 tons. 








A Two-feet Gauge Railroad in India. 


Eight o’clock in the morning brought our train into Sili- 
guri, and here we embarked in a narrow-gauge train that 
was a narrow gauge with a vengence—the Darjeeling- 
Himalayan road. The width was 2 ft. The cars and engine 
were of almost microscopic proportions. In fact, the cars 
could scarcely be cailed cars. There was one rude coach 
with cushioned seats, which was labeled “‘first class,” but the 
rest of the train was made up of half a dozen platform cars, 
with seats facing each other and canvas canopies overhead, 
a baggage van, and a mail box on four wheels at the end. 
This sounds like a pretty a train so far as length 
is concerned, but the reader bas yet to take into considera- 
tion the fact that each car or trolly was only about 4 ft. 
wide by 7 long—possibly 5 by 8 in its very extreme meas- 
urement. Thus our whole train, inclusive of the engine. 
could not bave been more than 50 ft. in length—about es 
long as a good respectable passenger car in Awmerica, I 
should judge. 





There was no distinction in quality among the trollies, but 
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the conductor, or guard, sandwiched us in according to our 
tickets, so that each grade was by itself. 

Then commenced such a ride. It took us 8 hours to go 
the distance of 48 miles, or the best part of a whole day. 
This was not because we went slow, but on account of the 
delays en route, Said an experienced fellow-passenger as I 
took my seat in a precarious-looking trolly: 

** You will find the delays most exasjerating. About one- 
fourth of the time spent in making the ascent is lost at way- 
stations.” . 

His prophecy was verified. Our little but powerful loco- 
motive coughed its way beroically up the steepest inclines 
at a speed of from seven to 9 miles an bour, only slowing up 
as we rounded the sharpest curves; but the exercise cun- 
sumed steam, and every few miles we had to stop to take on 
water, and this operation usually took about 20 minutes. 
Then there were two half-hour s‘ops for meals, I believe. 
When we were fully under way it seemed as if we were 
going a mile a minute. This effect was due to the extreme 
smallness of our wheels, at least balf of which projects up 
into the trolly, leaving us only about 6 in. above the rails. 
Of course the ground seemed to fly uncer us, and the agoniz 
ing of the locomotive, together with tne festive rocking of 
the cars, called to mind Horace Greeley’s memorable stage- 
coach ride, 

I thought that I bad seen considerable narrow gauging in 
the Rocky Mountains, and remembered a trip of about 
1,000 miles on the Denver & Rio Grande Railway witb 
pride, but although I :scended to greater heights in Colo 
rado and by gradients quite as steep, the journey was a 
sober and dignified affair compared with this wild Hyma- 
layan experience. 

On the Rio Grande road two 30-ton locomotives would 
handle our train, we passengers reposed comfortably io 
upbolstered cars, and we telt that, however slender our foot- 
ing, there was granite under us. Herea single 10-ton loco- 
motive struggled and labored witb us. 

We had to hold on to our wooden seats with both hands. 
and there were scores of ledges upon which we moved, the 
material of which was soft and rotten. Cape Horn, in Cali 
fornia, is a pigmy affair unworthy of mention in this con- 
nection. 

Of course the trip included all sorts of experiences, sucb 
as loops, zigzags, and all the modern improvement in the 
way of harrowing aud perilous engineering. 

For eight or nine miles our course was reasonably straight 
and reasonably level, for we were still on the plains. Then 
we reached the foot of the mountains and at once began tbe 
long, laborious climb. Perhaps you can imagine what can 
be acecmp lished by a slender ribbon 2 ft. wide, such as our 
track; but | much doubt it. The Chief Engineer who laid 
out the roed told me that there was not balf a mile of tan- 
gents all told in the mountain portion of the road. He also 
told me that the road is 51 miies long instead of 48, as indi- 
cated by the mile-posts; and engineers in command of loco- 
motrves Lave told me that it is nearer 60, as actually indi- 
cated by their speed-recorders, This diversity of opinion 
on such a Vital question shows the circuituousness of the 
road. 

After we had reached the first station I left the trolly and 
went out to examine the locomotive. 

“Jump op,” said the engineer cordially—a well-informed 
gentleman of some 60 y: ars, I should judge. 

Ip a moment of temporary mental aberration I accepted 
the invitation, The Iccomotive was a queer-looking affair, 
so small that there were no seats in the cab, and I was 
obliged to compress myself to tbe dimensions of a case-knife 
and bang onto an iron red. On tbe top of tbe locomotive, 
which was flat, were some bags of cargo; and the nature of 
the ride may be hinted at in the statement that the native 
firemen shifted these bags from side to side as we rounded 
many of the curves. 

“This is nou the engine for this sort of work,” said the 
engineer ; “this is one of the old ones, and really not trust- 
worthy. You see that engine following close behind us iv 
ebarge of that goods train? Well, that is the proper style 
to have. See, the boiler is right over the track behind the 
cow-e steher, b ing a broad, flat, sballow tank. That throws 
the centre of gravity forward and down. Now in the case 
of this locomvutive you can see that the bulk of the weight is 
too bigh up. Disturb our balance a little and over we go.” 

At this point we reunded a loop that “would make the 
famous one on the Los Angeles road in California blush for 
very envy. 

ite vadius of that loop,” said the engineer, ‘is just 50 
ft. We hive two others, the radius of which is about one 
chain. Many of the gradients are being constantly eased, 
the curves enlarged, and the reversing s:ations modified, so 
that the mutability of the road is somewhat of a by word. 

I ean belheve that it ought to be. I look upon the road 
somewh tas if it were an elongated hair-snake, wriggling 
and writhing on the mountain sides, After several hours of 
t 1s perilous railroading the engineer pointed off up a hill- 
side and said: 

*Arcuud yonder is the sharpest curve in the whole line ; 
it was always giving us trouble, and men are now at work 
luying out a new reute which shail have a little longer 
radius. The laud is such just there that they experienve 
great difficulty. We are now guing to mount up to the 
place by a grade of 1 in 17, a climb which requires all the 
reserve energy of the engine.” 

So saying, be gave free rein to the saucy little upstart of 
an iron borse (I scarcely fee) justified in dignifying it by the 
name of locomotive), and soon we were groaning, rocking, 
and puffing our way up the incline I confess the experience 
was as exbilarating as any Lever enjoyed; in fact there is a 
limit tu the amount of exbilaration which I am capable of 
enjoying, and havea suspicion that we passed tbat limit. 
Now weneared tbe bugbear of a curve referred to; and, 
easing bis machine 9s much as he had goaded it heretofore, 
the engineer remarked: 

‘This curve is the critical point in the whole journey. 
Engives bave jumped the track here a good many times, and 
we bave torun very slow since only three «heels are able 
to grip the rails at once. Perhaps you think 1 am drawing 
a pretty long bow, but—” 

Just at this juncture we reached the sharpest point in the 
curve and the gallant little engine, which had been quiver- 
ing and struggling inatruly pitiable way, reared hke a 
wornout horse, poised a moment in the air and then plunged 
over the curve. 

The moment I heard the grating sound I calculated the 
distance and made a jump to the verge of the embankment. 
The slow speed at which we were going made the danger 
more apparent than real, but as I measured the distance of 
the front wheels from the precipice, by mears of a walking 
stick. and found it to be just two feet, I concluded that the 
trolly was good enough for me and politely declined fur- 
ther overtures to ride on that engine. Well, we passengers 
tossed the locomotive back upon the track. Perbaps **tossed” 
is a littiestrong in this connection, but it was surprising 
how quick the thing was lifted back to its place. Then we 
coax: d and pushed till we had got the train safely around 
the curve and resumed our seats. 

As we went bigber and higher the atmospbere changed 
Headers ec ge and we had recourse to the overcoats we had 

vrought along. Occasionally a cloud came floating lazily 











back. Presently the clouis were thick about and below us 
Tbe air was rare and stinging cold. Now we could see 
nothing but an ocean of cloud below us, and the wind whis- 
tled about us asif it gloated over making the contrast with 
the beat of Calcutta as great as possible.— Correspondence 
Chicago Inter-Ocean. 





We illustrate a form of balanced slide valve for locomo- 


tives, which is giving good results and promises to be exten- | 


sively used in thiscountry. It is a combination of two in- 
ventions, each independently possessing merit, but needing 
co-operation to be properly effective. The form of valve is 
well known here by the name of the “‘ Allen” valve, and in 
Europe as the ‘“ Trick” valve, while the balancing device is 
the invention of Mr. F. W. Richardson, of Troy, N. Y. 

The Allen valve gives an additional passage for the ad- 
mission of the steam when an engine is notched up. When 
the port is opened say { in. in the ordinary manner the 
port of the cored passage is also open to the same extent at 
the other end of the valve, and consequently the effective 
area of steam port is doubled and becomes equal to a sing!e 
port 4¢ in. open. The wire-drawing, which takes place when 
an engine is running at high speed with the valve cutting 
off early in the stroke, is thus much diminished and the con- 
sequent economy of steam and coal is obvious. The lessened 
wire-drawing implies a higher average pressure on the pis- 
ton when working at the same speed and cut-off, and there- 
fore the same average pressure can be obtained with a 
greater degree of expansion, thus effecting an appreciable 
economy. The unbalanced Allen valve effects, therefore, a 
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better and more economical distribution of steam, but its | 


use is attended with certain disadvantages. 

The bearing surface of a locomotive slide-valve on its 
face is never sufficiently great to enable it to wear well 
under the heavy pressure of hot steam, and this wearing 
surface is still further reduced in the Allen valve by the 
internal steam ports. 
divides the valve into two parts, and the pressure of steam 
acting on the outer part springs and bends its working face 
below that of the interna] or exhaust part of the valve. The 
useful wearing face thus becomes reduced to a space about 
half as wide as the outside lap of the valve. It is not, there- 
fore, surprising that the Allen valve, when unbalanced, 
weurs very rapidly, and the trouble and expense of con” 
stantly repairing valve slats, and the loss of steam in blow- 
ing through leaky valves, counterbalances the advantages 
gained by the diminished amount of wire drawing. 

These disadvantages can, however, be removed by bal 


ancing the valve, or, more properly speaking, relieving itof | 
The wear can then | 
be reduced considerably beiow that of an ordinary’ slide- 


a large amount of the pressure upon it. 


valve, while the economical distribution of steam remains 
unimpgired. The gain in economy is then twofold: The bal- 
anced valve requireS less power to move it, and the Allen 
passages in the valve enable the engine to perform the same 
amount of work with less steam. 

The Richardson balancing device consists in placing four 
parallel strips in grooves cut in the back of the valve. Tte 
strips inclose a rectangle which is relieved of pressure, and 


any leakage through the strips escapes by a small passage in | 
The strips | 
butt against‘one another, and are kept tight against the | 


the centre of ths valve to the exhaust cavity. 


inner vertical sides of the grooves by the pressure of the 
steam. Light springs pressing against the under side of the 
strips maintain the latter in position against a rubbing 
piece bolted to the steam-chest cover. 

The great objection to balanced valves has hitherto been 





The internal passage virtually | 
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| tight under the unequal wear to which they are subjected. 
In this valve, however, each strip wears its own path, and 
| does not cross or interfere with the path worn by its neigh- 
| bor, and the success of these valves is attributable to that 
| and many other little points which have received careful 
| attention. ; 
| The steam ports and bars require to be suitably propor- 
tioned in order to get satisfactory results with an Allen 
valve. If this point is not carefully attended, to the in- 
ternal steam passage in the valve may be open to the 
| exhaust at one end, and communicate with the steam space 
at the other end. This can only occur when the valve has 
its full travel, but it is desirable to avoid blowing through 
| at any time, especially when it can be easily prevented by 
| making the united width of the steam port and bridge 
inch more than the half travel of the valve. The internal 
port can then never be in communication with the exhaust. 
| This and other points to be considered in proportioning an 
Allen valve were illustrated and fully described on page 
101 of our iss ue for Feb. 20, 1880. 

The following letter shows a remarkable amount of 
ecomomy to the use of these valves. Part of it is attribu- 
table, no doubt, to the lessened friction of the valves and 
link motion, but possibly a more important economy on a 
passenger train is effected by the wire-drawing being dimin- 
ished, and the consequent possibility of making the engine 
exert the same amount of power with the reversing lever 

| a notch further back. Engines fitted with this valve can, 
\®f course, be worked to the greatest advantage with the 
| throtile wide open, and the power of the engine regulated 
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THE ALLEN-RICHARDSON SLIDE-VALVE. 


solely by the lever, as the full boiler pressure on the back 
lof the valve is not likely to cause it to cut, while the 
small port opening—the principal evil of working the link 
motion with a short cut-off—is corrected by the Allen inter- 
nal steam passage. This letter is one directed to Mr. F. W. 
Richardson by G. A. Coolidge, Superintendent of Motive 
Power of the Fitchburg Railroad, March 22 last, as follows : 

‘* DEAR Sir: I send you herewitb the average amount of 
coal consumed per mile by locomotive No. 52, in 12 months’ 
service with plain slide valves, and the same length of ser- 
vice with the ‘ Allen-Richardson’ balanced valves. 

‘“*This locomotive bas made this record while engaged in 
regular passenger train service, with a few trips in freight 
service. It is but a fair explanacion to state that this loco- 
motive bas valve seats of comparatively soft iron, which, 
while using the plain valves, were in frequent need of re- 
pairs, or re-facing ; consequently it was impossible to have 
the valve-seats in perfect condition during a large part of 
their service : 

With Plain Slide-Valves : 

Miles run from Jan , 1883 to Dee 

OUI OE WORE GIs inc 5a ~ ae sscvevienceecs 

Average pounds of coal per mile. . 

With Allen-Richardson Valves: 


} Miles run from Ja... 1833, to Dac., 1883, inclusive..... 31,239 
SOR CONE NINN od os vs arcdpnollpe swine conse pee .. 1,564,020 
| Average pounds of coal per mile ... nee ee henee 50.0 

Saving in coal, per ceut.......... .....--..20- dina 14.8 


Mr. Woodcock, of the New Jersey Central Division of the 

| Philadelphia & Reading Railroad writes: 

“The Allen valve, with your patent balance, continues to 
work very satisfactorily. Engine 168 was recently exam- 
ined after a service ot 16 months, during which tyme the 

| engine had made 42,774 miles, and the valves and faces 
were found to be in comparatively good condition, scarcely 
requiring any facing down. I consider this a-very remark- 
ahbie and satisfactory performance, taking all things into 
consideration. Your valves are also working weil on nine 
other locomotives of tbis class.” 
| Many balanced valves that have been tried on locomotives 
have worked well as long as steam was on, but directly 
steam was shut off, the ashes and hot gases from the smoke- 
| box sucked into the steam-chest caused the valve faces to 


past us and the sun went off somewhere and didn’t come | the difficulty of keeping the balance rings or wearing pieces cut, and consequently the improved valves have been 
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abandoned. It is now pretty generally understood that the 
external air should be admitted to the steam-chest when 
steam is shut off. This can be easily effected by means of a 
check valve in the steam-chest cover. The valve is kept 
tight to its seat as long as steam is on, but falls and admits 
the air directly the throttle is closed. 








The Proposed California Railroad Law. 


The following is the text of the railroad law known as the 
Barry bill, as passed by the lower house of the California 
Legislature at its special session, and amended by the 
Senate: 


SECTION 1. All railroads huilt or owned by corporations 
organized under the laws of the state are public highways, 
over which all persons are entitled to transportation for 
persons and property on equal and impartial terms. 
All roadway and right of way acquired by such com- 
panies isfor public use. All persons and compunies 
engaged in operating any such roadjor iu trans- 
porting freight passengers over the same, or which 
shall hereafter operate or engage as aforesaid, shall 
forward, move and carry impartially for all persons offer- 
ing freight to be transported or moved, without discrimi- 
nation, preference or favor to one over another, in price, 
dispatch, speed, or accommodation of any kind, as to freight 
of the same kind or class, from the same station and 
in the same direction, except as herein provided. All 
freight of the same kind and class shall be dispatched and 
forwarded in the order in which it is received or tendered 
for transportation (except that a preference must be given 
to perishable articles, live stock, household goods and to ex- 
press matter and to fast freights), provided that in the 
transportation of persons and things preference shall be 
given to the United States and the state of California, and 
facilities similar to those in use Jan. 1, 1884, shall be ex- 
tended on like terms to all connecting transportation lines, 
whether by land or water, in the receipt and delivery of 
goods, exchanging cars, making connections by rail, and all 
other arrangements for expediting and facilitating the 
receipt, transfer, transportation and delivery of freight. 

Sec. 2. All persons and companies mentioned in the first 
section of this act, shall at all times keep posted, in a con- 
spicuous place, accessible to tbe public, at each of their 
stations and offices, a printed or written table or schedule of 
all rates of freight and charges in force for transportation, 
from that particular station to all points and stations to or 
from which they carry, and shall furnish, for examination, 
a printed or written copy of such table or schedule, to all 
persons demanding the same. Such rates shall be equally 
available to all persons demanding transportation 
of person or property over said road or any part 
thereof, without discrimination or favor to any, as 
provided in section 1 hereof. All discounts, rebates, 
special contracts, special rates, and other devices for 
charging more or less than such published rates are forbid- 
den; provided, that a uniform discount to be established and 
published as aforesaid, for payment in advance or for 
prompt payment, may be made, and different rates may be 
charged for express matter, fast and slow freight and for 
earload lots and lots under a carload, and a Jess rate per 
mile may be charged for long distances than is charged per 
mile for short distances for the same kind or class of freight, 
all such rates and discounts to be available to all applicants 
on equal terms. 

Sec. 3. All railroad corporations must at all times maintain 
their track and other structures devoted to a public use in 
good and sufficient repair and in a state of efficiency for the 
purpose for which they were constructed or adopted. Any 
sucb track or structure decayed, destroyed or removed must 
be diligently replaced or restored to as good or better con- 
dition of usefulness and efficiency as before such decay or 
removal, if necessary or convenient to the public use. 

Sec. 4. Section 401 of the Civil Code does not apply to 
railroad corporations formed by the consolidation of two 
or more companies previously existing; but the term of the 
existence of corporations so formed shall not extend beyond 
that of any of the corporations entering into consolidation. 

Sec. 5. On the expiration or forfeiture of the charter of 
any railroad corporation, its road and appurtenances and 
right of way acquired by it remain vested in the people of 
the state for public use. Its otber property shall be sold, 
and the proceeds, after payment of its debts and liabilities, 
divided among its stockholders. 

Src. 6. Any railroad corporation violating the provisions 
of sections 1, 3 and 4 of this Act shall forfeit its charter and 
corporate privileges, and shall be adjudged to have incurred 
such forfeiture and may be dissolvea by an action on behalf 
of the people of this state, to be instituted by the Attorney- 
General, provided, no act of any agent of such corporation 
violating the provisions of this Act shall be construed to be 
the act of the corporation, unless autborized or ratified by 
the board of directors thereof. Any officer, agent or servant 
of any railroad company who shall knowingly take part in 
the making, carrying out or enforcing of any contract or 
agreement for railroad transportation in violation of the 
provisions of this Act, or in collecting charges, or in paying 
or allowing discounts or rebates forbidden thereby, or who 
shall knowingly and willfully, directly or indirectly, enter 
into any agreement or undertaking, or give any orders or 
directions for, or consent, or ratification to the carrying of 
freight on terms in any respect different from those pre- 
scribed in this Act, or further making of any discount or 
rebate hereby forbidden, or violating the provisions of this 
Act in any particular, shall be deemed guilty of misde- 
meanor. 

Sec. 7. Rates of freight or fare adopted by the Board of 
Railroad Commissioners, if not put in force and complied 
with by the railroad companies affected, may be enforced 
by a writ of mandate on behalf of the people, to be sued out 
by the Attorney-General. The directors of any company 
failing or refusing to comply with the writ of mandate on 
such action, shall be deemed guilty of contempt and shall 
be punishable as other cases of contempt. 








THE SCRAP HEAP. 


How Conductors are Disciplined. 


Two conductors on the Ruchester Division of the Buffalo, 
New York & Philadelphia Railruvad have had quite a disci- 
plining within a few days, with results gratifying to one 
and not so pleasant to the other. The first was that of a 
conductor who has been on the road since it opened. He 
received notice of his dismissal, and was requested to report 
at headquarters, which he did. He was there informed that 
he had been stealing the moneys of the company and resti- 
tution was demanded. He told them that the accusation 
was a false one, that he was innocent, and demanded the 
proof. If they did not see fit to do that he should vindicate 
his character by a suit for damages. and he should com- 
mence the action as quick as the lawyers could prepare the 
papers. The officials of the road had a consultation, and the 
result was that the conductor was reinstated and is now run- 
ning on the road. He thinks that his reinstatement isa 





complete vindication and that the public will view it in that 


light. 

The other conductor, contrary to tbe rules of the com- 
pany, passed a lady friend free on his train. She mentioned 
the fact in a boastful way to some friends and it got to the 
ears of the Superintendent, who called the conductor before 
him. The offense was admitted and a fine of $50 was im- 
p sed for the violation of the rules. 
for offenses other than capital ones has long been in force 
on this road and is reported to work well.—Elmira (N. Y.) 
Free Press. 


Railway Gardening. 


The traveler in England finds that the railroad stations, 
however small, are in marked contrast with similar stations 
in this country. Instead of the usually desolate appearance, 
often increased by accumulations of old ties and other rail- 
road rubbish, seen at home, the grounds surrounding the 
station house are laid out and kept with all the care given 
to a private garden. So excellent an example has extended 
to this country, and one of the raiJroads ruoning south from 
Philadelphia has for some yeare employed an experienced 
gardener to superintend the planting and care of the 
grounds around its numerous depots. 

It would be vastly better for each road to employ a com 
petent person to lay out and plant the grounds around its 
Stations than to leave this to the fancy of the station- 
masters. So far as we have observed, when the plantings 
are thus left, efforts are directed entirely to immediate 
effect. Areas are devoted to the usual bedding plants, but 
no provision is made for the future. A competent super- 
intendent, while he would not neglect the bedding plants, 
would set out ornamental trees, flowering shrubs and hardy 
perenoial plants. With these the surroundings of th: sta- 
tions would increase in beauty from year to year, and with 
a proper selection of hardy perennials the need of an annual 
— of bedding plants becomes thereby greatly re- 

uced. 

Another matter much regarded in Europe, but little con- 
sidered in this country, where it is much more necessary, is 
the planting of climbers around station buildiugs. The 
passing traveler has but a few minutes, at most, to notice 
such improvements, and nothing is more striking than 
to see the buildings draped with climbing vines. Be- 
sides beautifying the surroundings of the stations, in 
some parts of France and Germany the sides of the rail- 
way embankments have been turned to account by devot- 
ing them to the cultivation of fruit-trees of various kinds. 
The embankments on some of the roads in this country 
present a large area, which in time will produce something 
—usually a crop of weeds. If the embankments are not 
suited to fruit culture they may generally be made useful by 
sowing them to grass, which, besides keeping down the 
weeds, would render good service in binding the soil and 
preventing sudden washouts. Some years ago the traveler 
over one of our Middle State roads must have noticed the 
vegetable patches attached to the cabins of the road tenders. 
These were often examples of excellent culture, and served 
to show how the wasted land along the roads might be 
utilized. Land will not always be so cheap in this country 
as it is at present, and our railroad companies will find it to 
their interest to utilize a vast area that now goes entirely 
=a by planting trees and shrubs.—-American Agrt- 
culturist, 


A Natural Mistake. 


Passenger (in Pullman car)—“ Fare, sir! Fare?” 

Conductor—‘‘ Yes, sir. Haven’t you a ticket?” 

Passenger—‘‘ No; [had not time to get one; but I just 
paid my fare.” 

Conductor—‘“ Paid your fare! Why, who to?” 

Passenger—‘‘ That gentleman there.” 

Conductor—‘‘ He is only the porter. 
garded what you gave him as a fee. 
with tbe fare.” 

Passenger—‘‘ Dear, dear! I thought from his actions that 
he owned the whole railroad.”—Philadelphia Call. 


Really Didn't Know. 


A passenger who boarded a train coming east over the 
Detroit, Lansing & Northern road, at Ionia, the other day, 
took a seat in front of a woman who was very curious-mind- 
ed about the country. She asked about the crops, the price 
of land, the characteristics of the people, the climate, and 
many other things. To each and every question he return- 
ed a respectful: 

“Don’t know, ma’am—I really don’t know.” 

“Is this as good a climate as New York?” 

“T think so, ma’am, but I ain’t sure.” 

“Do the people seem cheerful?” 

“T think they do, but I’m not certain.” 

“Whom do they seem to prefer fora Presidential candi- 
date?” 

‘“‘Can’t say, ma’am.” 

‘*Are the farmers low spirited over the price of wheat?” 

“They may be, but I can’t say as tothat.” 

“Should you say this was a good state for a young man 
to begin life in?” 

*] shouldn’t like to say, ma’am.” 

His non-committal answers seemed to annoy her, and, 
after a brief silence, she continued: 

‘‘Have you been in Michigan long?’ 

“Three years, ma’am.” 

“And yet you don’t seem tohave posted yourself mucb.” 

“Well, ma’am, to tell you the truth,” he replied, as be 
turned about, ‘I’m a resident of Ohio. I came up here and 
stole a horse, and was sent to the Ionia prison for three 
years. I haven't been out more than two hours yet.” 

She rose up and took the fourth seat back in a way to 
make the dust fly, and she didn’topen her mouth again, 
even tothe conductor, until the train was running into 
Detroit.—Detroit Free Press. 


A Terrible Ride. 


A dispatch from Pittsburgh, May 6, says: ‘‘ When the 
limited express east reached Enon Station, 40 miles west of 
this city, this morning, a young man, who said his name 
was George Baker, was discovered lying on the truck of the 
second car, beuween the wheels and the floor of the car. He 
bad ridden from Chicago in that position, a distance of 400 
miles. He was almost dead when the train stopped. When 
he recovered sufficiently to talk he said: ‘* When the limited 
— out of the Union Station at Chicago last night I was 
ying en the truck of the second car. Before we 
started I thought I could ride there almost as comfort- 
ably as if I were seated in the car, but before long, when 
the train got fairly under way, at the rate of 45 miles an 
bour, I wished I was dead a hundred times. I was com- 

lied to Jie on my stomach and hold on with both arms and 
egs. In this position my face was exposed to the dust that 
was thrown up by the wheels and I was almost blinded. 
For the first hundred miles, every time the car jolted I 
thought I would be thrown on the track and killed, and 
several times when we passed over high trestles I became 
dizzy, shut my eyes, and gave myself up for lost. After 
a while, however, I began to believe that my position 
was not so dangerous as it looked, and I determined 
to hold out to the end. When the train stopped 


He probably re- 
He has nothing to do 


The system of fining | all 


at Fort Wayne and Crestline for inspection, 1 just slipped 
off on the dark side until after the inspectors passed, and 
then got on again. They must have seen me getting on at 
Alliance and notified the people bere to take me off. I am 
glad they did, because after we left that place the dust and 
gravel flew into my eyes and face worse than at the start, 
and I began to think I woulda not be able to hold out after 


‘The man had ridden over 400 miles in a manner never 
before attempted. He is about 30 years of age, and, despite 
his woe-begone apgeorance, gave evidence that be was nota 
common tramp. e refused to say anything concerning bis 
antecedents.” 








TECHNICAL. 





Locomotive Building. 


The Paterson (N. J.) Pressof May 1 says: ‘* During the 
month just ended there were turned out from the Cooke 
Locomotive Works nine new engines, and from the Rogers 
Works six. There were two old engires shipped from the 
Grant Works which had been sent there for repairs.” 

H. K. Porter & Co. in Pittsburgh recently shipped a loco- 
motive of only 20-in. gauge to Arizona for a short road in 
use ata copper mine. It has 91¢-in. cylinders. They are 
now at work on a third order from Japan. 

The Cooke Locomotive Works in Paterson, N. J., lately 
received an order for six locomotives for the St, Louis « 
San Francisco road, 

The Western & Atlantic shops in Atlanta, Ga., are build- 
ing two new locomotives for the road. 

The Ohio & Mississippi Co. will sbortly let contracts for 
20 new ten-wheel freight engines. Specifications have been 
prepared and sent out by General Master Mechanic Setcbel. 

The Wootten Locomotive Co. has been organized in Phila- 
delphia to build locomotives to burn coal dust or waste 
avthracite on the plan designed by Mr. J. E. Wootten, 
General Manager of the Philadelphia & Reading road, and 
now in use on a number of locomotives on that road. The 

eneral plan of the Wootten tire-box has heretofore been 
illustrated and described several times in our columns, -‘The 
company has bougbt Mr. Wootten’s patent, paying him, it 
is reported, $250,000, partly in cash and partly in stock, 
Mr. Joseph Wharton, of the Wharton Switch Co., is Presi- 
dent of the Wootten Locomotive Co., which purposes 
beginning active operations at once. 


Car Notes. 


The stockholders of the Missouri Car & Foundry Co. in 
St. Louis recently voted to increase the capital stock from 
$500,000 to $600,000, and the new stock has all been taken. 
The ee are building 300 refrigerator cars, and recently 
received an order for 100 box, 100 stock and 100 coal cars 
for the St. Louis & San Francisco road. 

The Barney & Smith Manufacturing Co., Dayton, O., 
are building 20 passenger coaches for the Chicago & North- 
western road ; 30 passenger coaches and 3 baggage cars for 
the Chicago, Milwaukee & St. Paul ; 5 passenger coaches, 2 
parlor cars, 3 baggage and 300 freight cars for the Wiscon- 
sin Central ; 4 passenger coaches for the St. Paul & Duluth; 
2 baggage cars for the St. Louis & San Francisco; 6 pas- 
senger coaches and 2 baggage cars for the Fargo Southern ; 
12 sleepers (mahogany outside finish) and one parlor car for 
the Canadian Pacific ; 1 officers’ car each for the Cincinnati, 
Hamilton & Dayton, and Chesapeake, Obio & Southwestern ; 
50 fruit cars for the Kansas City, Springfield & Memphis ; 
and 5 elegant Wagner parlor cars for the Shore Line road, 
to run between Boston and New York. The company now 
employs a force of 1,500 men, and is working on extra 
time. The pay-roll during the month of March was $9,000 
more than that of the previous month.—Nutiona!l Car- 
Builder. 

Murray, Dougal & Co., at Milton, Pa., are building 25 
coal cars for the Baltimore & Ohio, 250 coal cars for the 
Beech Creek, Clearfieid & Southwestern, and 100 fruit cars 
for the Florida Railway & Navigation Co. 

The Anniston Car Works, at Anniston, Ala., are building 
90 box cars for the Georgia Pacific rfad, 100 for the Florida 
Railway & Navigation Co., and 200 for the East Tennessee, 
Virginia & Georgia road. 

The Allen Paper Car Wheel Co. has lately shipped wheels 
to the Barney & Smith Manufacturing Co., for Chicago, 
Milwaukee & St. Paul cars now being built; to Osgood, 
Bradley & Co., at Worcester, Mass., for cars being built for 
the Boston & Maine and the Fitchburg railroads; also to 
the Chicago and Northwestern, the Chicago, Burlington & 
Quincy, the Chicago, Milwaukee & St. Paul, and the Ohio 
& Mississippi railroads. Wheels have also been shipped to 
Pullman’s Palace Car Co. for cars being built for the Lake 
Shore & Michigan Southern, the Detroit, Lansing & 
Northern, the New York, West Shore & Buffalo and the 
Delaware, Lackawanna & Western railroads. This indicates 
that the paper wheel continues to hold its place well in the 
estimation of railroad officials, and that its use is extending 
for passenger equipment. 

The Barney & Smith Manufacturing Co. in Dayton, O., is 
building four very handsome Wagner drawivg-room cars to 
run on the Shore Line between New York and Boston. 
These cars are to be decorated in a very elaborate manner 
by Pottier & Stymus, of New York, and are to be lighted 
with gas on the Pintsch system. 


Bridge Notes. 


The Phenix Bridge Co. at Phoenixville, Pa., has secured a 
contract for four new iron piers to he erected in the port of 
Havana, Cuba. The piers will be 250 ft. long and 40 ft. 
wide each, and will be built entirely of iron, resting on iron 
columns, the only wood used being in the roadway. 

At the Philadelpbia Bridge Works of Cofrode & Saylor, 
in Pottstown, Pa., the output of manufactured iron for the 
month of April, just closed, was 2,549,362 pounds. All 
this large amount was actually manufactured at the works 
during the month. The capacity of the works wich this 
indicates is equal to over 15,000 tons per annum. 

The Chicago, Burlington & Quincy shops in Lincoln, 
Neb., are building a number of Howe truss bridges for the 
new branch from Odell to Concordia. These bridges in- 
clude one of 150 ft. span, three of 125 ft., and several of 
100 ft. span. 

Iron Notes. 


The Pennsylvania Steel Co. at Steelton, Pa., is turning out 
a lot of 70-lb. steel rails for the Philadelphia & Atlantic City 
Railroad. The company recently started up its No. 4 blast 
furnace, which has a capacity of 200 tons of iron a day. 

The Crane Iron Co. at Catasaqua, Pa., has three furnaces 
now in blast and two out of blast. 

Louisa Furnace Co. in Pittsburghis remodeling its No. 1 
furnace. It is expected that the furnace will make about 
200 tons of iron a day when the alterations are completed. 

The Iron Manufacturers’ Association of the West met in 
Pittsburgh last week and decided to maintain the demand 
for the general reduction of 10 per cent. in wages. The of- 
ficers of the Amalgamated Association + that they will 
insist upon the scale of wages presented by the recent offi- 
cers. If no adjustment is reached before June 1 a strike or 





lockout may be expected. : 
At an adjourned meeting of the stockholders and credit- 
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ors of Brown, Bonnell & Co., held at Youngstown, O., 
April 29, an agreement for the adjustment of all difficulties 
was reached, under which a new company, to be called the 
Brown-Bonnell Iron Co., will be organized with a capital 
stock of $1,200,000, for the purpose of purchasing and 
operating the mills and furnaces of the old company. The 
Cleveland stockbolders, whose claims were secured by mort- 
gages, have agreed to uccept the stock of the old company, 
and the other creditors will receive payments partly in 
stock, partly in cash and partly on long time. 

The Cranberry Iron & Coal Co. in Mitchell County, N. 
C_, started its first blast furnace recently. The company is 
working its mines extensively and is building another fur- 
nace, 

The Laclede Rolling Mill, in St. Louis, is running part of 
its works, and is turning out about 800 tons of finished iron 
a month. 

The Cambria Iron Co. in Johnstown, Pa., is working on 
an order for 15,000 tons cf steel rails for the Cincinnati, 
New Orleans & Texas Pacific Co. They are 60-lb. rails. 

The Clifton lron Co, has let contracts for the building of 
a very large charcoal blast furnace at the new town of Jeni- 
fer, Ala., on the Anniston & Atlantic road. 


Manufacturing Notes. 


The firm of Forsaith & Co., machinists and general macbin- 
ery dealers at Manchester, N. H., was incorporated May 1, 
under the laws of New Hampshire, as the 8. C. Forsaith 
Machine Co., with a capital stock (all paid in) of $275,000, 
for the purpose of manufacturing and dealing in machinery 
and supplies. The officers will consist of D. B. Varney, 
President; S. C. Forsaith, Treasurer; and W. E. Drew, 
Agent, the management being the same as in the past. The 
firm to which the new company succeeds was established in 
1860, the object of incorporation being to still further ip- 
crease the business, placing it upon a still broader basis than 
in the past, while the works and office will remain at Man- 
chester, N. H., as heretofore. 

The Niles Tool Works in Hamilton, O., are building a 
special crank-boring machine, weighing 15 tons, for the 
Helmbacher Forge & Rolling Mill Co. in St. Louis. 

Biackmer & Post, in St. Louis, have recently sold 29 car- 
loads of their culvert pipe for use on extensions of the 
Chicago & Northwestern aad the Burlington, Cedar Rapids 
& Northern roads in Iowa. They report a gratifying in- 
crease in the demand for pipe for railroad culverts, its use 
extending rapidly. 

Messrs Manning, Maxwell & Moore, Nos. 111 and 113 
Liberty street, New York, have just been awarded the whole 
contract for supplying the tools, including large planers, 
lathes, shapers, drill presses and small tools, also shafting, 
pulleys and bangers, for the Clarke & Granger Manufactur 
ing Co. of Detroit, which is organized for the purpose of 
building compound marine engines for the lake service. 
The company is composed of A. Chesebrougb, President ; 
J. F, Dunneback, Secretary and Treasurer; Harry W. 
Granger, Superintendent, and the stockholders are among 
the largest steamboat owners and capitalists of Detroit. Mr. 
Granger has designed and superintended the construction of 
some of the finest compound engines on the lakes. 


The Rail Market. 


Steel Rails.—No large sales are reported, but many small 
orders have been placed, and it is said that the demand for 
early deliveries is somewhat in excess of the capacity of 
the mills. The mills have plenty of work on hand up to the 
middle of summer, but are ready to take orders for the 
later summer and fall months. Prices are somewhat lower 
but quotations may be ro at about $33 per ton at mill 
for early delivery, and $32 for large orders and later de- 
livery. There is still quite an active demand for small 
rails and prices are not materially changed. 

Rail Fastenings.—The demand continues light and prices 
are nominally unchanged at $2.35 to $2.50 per 100 bbs. in 
Pittsburgh for spikes ; $2.75 to $8 for track bolts, and 
1.75 to 1.85 cents per lb. for splice bars. It is probable 
that large cash orders could be placed at lower rates. 

Old Rails,—The market for old iron rails continues unset- 
tled and quotations are difficult to make, varying from $21 
to $23 per ton at tidewater. Some sales of old steel rails 
are reported at from $19 to $21 per ton in Pittsburgh. 


Fast Time. 


General Traffic Manager J. Lowrie Bell, of the Philadelphia 
& Reading Railroad, sent a special train over the Bound 
Brook route Thursday afternoon, to bring a party of rail- 
road men who have been attending a line meeting in Phila- 
delphia to this city. The engineer was given 105 minutes 
to make the run in. Trouble with the brakes caused two 
delays of eight and two minutes. Including these, 108 
minutes were occupied, making the actual running time 98 
minutes. The distance is 91 miles. Several miles were run 
in 45 seconds, and 16 miles were covered in as many min- 
utes.—New York Times, May 3. 
The Smallest Locomotive. 

Mr. Case, of Franklin, Pa., who is visiting Mr. Charles 
Swap, at No. 19 Stafford street, has just completed a 
beautiful specimen of mechanical skill, a miniature locomo 
tive. Mr. Case is a watchmaker and withal an excellent 
machinist. He has been 10 years engaged on this little 
piece of ingenuity. The locomotive and tender are made 
entirely of gold and silver, and are complete in every detail. 
From the forward end of the pilot to the rear end of the tender 
the distance is 614 in., and the entire weight is two pounds 
aud two ounces. The machine runs propelled by steam, the 
pumps drawing one drop of water atatime. The head- 
light chrows out the regulation reflection, the bell, the sand- 
box, the whistle—every thing being in a state of practical 
perfection. There is a steam gauge, a water gauge, throttle, 
brake,and in fact all the pieces and parts necessary to a full- 
fledged locomotive. Mr. Case tested the little locomotive 
before a number of friends yesterday and was delighted 
with the result.— Youngstown (O.) News-Register. 


Coincidence or Theft ? 


Mr. George A. Parker, a civil engineer of considerable note, 
a Massachusetts man, and well-known throughout the state, 
though of late years occupied with the pursuit of his pro- 
fessiun in other parts of the country, is now temporarily in 
Boston. Mr. Parker has made railroad ergineering a 
specialty, having been at different times engineer of the 
Fitchburg road, the Philadelphia, Wilmington & Baltimore 
and other roads. In his professional capacity he has built a 
number of important railroad bridges. A day or two ago 
Mr. Parker, in glancing at his last copy of the London 
Engineer, was attracted by ax article describing a new de- 
sign for a low-level bridge, which has been proposed for con- 
struction across the Thames River in Londov. A detailed 
plan of the proposed bridge, drawn to scale, accompanied 
the article, which further represented that the design had 
been favorably spoken of by leading engineers ; that the 
ale ae sp had been brought before Parliament, where it 
nad met with general approval, and stood a good chance of 
being adopted. A leading engineer firm of London was 
credited with having fathered the plan before the parlia- 
mentary committee. Now, asa matter of professional in- 
formation, this article would be likely to attract the atten- 
tion of a civil engineer ; but Mr. Parker found a much more 
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immediate, because more personal, interest in it. And fox | possible, though extraordinary explanation of the mystery 
good reason, for he found the drawing to be in all essentials | surrounding the disappearance of his own original drawing. 
a precise imitation of one he himself fad made about five | Mr. Parker’s proposition was made three or four years ago, 
years ago, with reference to the adoption of the plan for a | when the question of practicable communication with Exst 
bridge across the channel to East Boston, and the description | Boston was under discussion in the Legislature. The weight 
carried out the resemblance. |of the testimony brought before the committee hearings 

The discovery came to Mr. Parker with something more | was in favor of a tunnel under the channel, Mr. Parker, 
than the force of a surprising coincidence. It suggested a | happening to be in town at that time, his opinion on the 
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RAILROAD EARNINGS, THREE MONTHS ENDING MARCH 31. 
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* Includes all lines east of Pittsburgh and Erie. 
+ Includes New Jersey Central in 1884 


§ Includes Illinois lines and Southern Division. 
Includes Iron M ae 
+ Includes Florida Central and Florida Transit lines. 


‘on lives; not in table for March. 
© Includes Southern Kansas road. 




















j sked. t having no uniary inter- | of a great city the project, in Mr. Parker’s view, is 
por. a pate te ee Sas on the ground entirely unfeasible. He urges the same and other objections 
of impracticability. A tuonel involves approaches extend- | to high bridges built with view to allowing masted vessels 
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of traffic and travel; but, further, be claims that even the 
highest bridges yet luilt at times actually stop navigation* 
while low-level oy may interrupt navigrtion, but never 
stop it. The only feasible solution of the problem, in case 
of navigable Mediterranean channels passing through great 
cities, be believes to be found in the draw-bridge. Several 
years ago, when Mr. Parker was a member of the Gereral 
Court and Chairman of the Committee on Commerce, the 
question of the interruption of commerce was under consid- 
eration, and he made a careful report, in which these views 
were set forth. Still maintaining this position when con- 
sulted in regard to communication with East Boston, he 
suggested the adoption of a plan proposed by himseif about 
25 years ago to fulfill the conditions of such a problem. 
This plan was a two-story, low-level *‘ looped ” bridge, as be 
designated it, involving the use of two draws. To compre- 
hend the general structure of this kind of bridge, imagine a 
diamond-shaped bridge structure placed in the middle of a 
stream or channel, two opposite corners of which point 
toward the banks and the other two on a line with the 
channel, and each of the points first named communicated 
by a branch bridgeway directly with the land, At each of 
tbe other two corners a draw is placed, the water space be- 
tween forming a kind of dock. leur one of these draws may 
be opened, allowing the passage of a vessel into the dock, 
while the other being closed, travel remains uninterrupted 
over that side of the loop. Then the second draw may be 
opened, while the line of traffic is turned over to the 
other side, and thus both navigation and street travel remain 
free from interruption. The bridge may be built high 
enough to allow ordinary tugs to pass under the draws, and 
the upper story of the bridge mav be used exclusively for 
horse-car travel. For vessels of extraordinary widtb a special 
draw is provided outside the dock, but as this would be 
very rarely called into use, the interruption to travel 
thereby caused would be insignificant. 
Mr. Parker’s plan met witb general favor, and by invita- 
tion of Mayor Prince he explained it to the members of the 
City Courcil, who were so much pleased with it that they 
requested Mr, Parker to meke a survey of the stream and 
put the plan into shape. This was done, Mr. Parker going 
so far as to place the location of every pier. and make a 
detailed drawing to scale. Unluckily he had made but 
but one copy of the drawing, having dispensed even with 
the preliminary of a rough draft. The drawing was left in 
the Mayor’s office. Soon the matter came to a hearing, with 
a strong prospect of its adoption by the city. Early in the 
proceedings reference was made to the drawing, and its pro- 
duction was called for, but it could not be found. The most 
thorough search was made among the Mayor’s papers and 
those of the City Clerk, and wherever there seemed to be a 
possibility of its having been placed, but to no avail. This 
a the plan, and since then it has not been revived. 
Mr. Parker makes no special boast for his plan, which in- 
volves no special engineering skill, but is merely a practical 
device to meet an important problem, and it was proposed 
merely out of professional interest in the questiou, and a de- 
sire to aid the city in deciding it wisely, and the device is 
not patented. Since, however, the idea has been bold) 
appropriated abroad and presented there as original, be is 
naturally curious to bave the mystery of the disappearance 
aod reproduction of bis drawings explained. The most 
natural explanation is that the paper was stolen, and could 
the idea be claimed as a piece of commercial property of a 
kind whose ownership is recognized equaliy in England and 
America, it would well be worth the expense of employing 
some shrewd detective to work the matter up.—Boston 
Advertiser. 


The Martin Steel Patents. 


A dispatch from Cleveland, O., May 1, says: ‘Congressman 
Abram 8, Hewitt and his brother-in-law, ex-Mayor Edward 
Cooper, of New York city, have begun suit in the United 
States Circuit Court, in Cleveland, against the Cleveland 
Rolling Mill Co. for $200,000 damages for alleged infringe- 
ment of a patent. The petition sets forth that Emile and 
Pierre Martin were the inventors of a process of converting 
cast iron into steel. They were residents of France, but a 
patent was issued in this country in December, 1867. 
Owing to a technical error a new issue was granted in May, 
1875. Hewitt and Cooper bought Pierre’s interest. In 
July, 1871, Emile died, and his heirs secured the appoint 
ment of Mr. Hewitt as Administrator, and he appears in 
this suit in that capacity also, Through an inadvertent 
mistake the patent was made broader than the description 
warranted, and was thus rendered invalid. This was by 
reason of the introduction of the words ‘other recar- 
bonizing or deoxygenating materials,’ so that the claim 
covered not only pig iron, specular cast iron, manganiferous 
iron or spiegeleisen as the recarbonizing material to be used, 
but also other recarbenizing materials, As soon as the error 
was discovered a disclaimer was filed. Notwithstanding, 
the petition asserts, the Cleveland Rolling Mill Co. used the 
process and repeatedly refused to pay royalty.” 

This suit is of interest to all persons and companies mak- 
ing steel by the Siemens-Martin process, 


Sto; s at Grade Crossings in Michigan. 


Gen. Wm. P. Innes, Railroad Commissioner of Michigan, 
has issued the following order to all managers and superin- 
tendents of railroads doing business in the state.of Michigan, 
under date of April 24: “It bas come to the knowledge of 
the Commissioner of Railroads that the law of the state with 
regard to the stopping of trains at railroad crossings is being 
frequently disregarded by employés on many of the roads. 
The penalty for such offense under the statute is verv severe 
subjecting the offender to punishment ‘by fine of $100. an 
imprisonment for three months, or both, at the discretion of 
the court’ before whom conviction is had. You are hereby 
informed that in the future any violat‘on of the statute for- 
bidding the train of one road to cross the track of another 
without first coming to a full stop, at a distance of not less 
than 200 ft. from such crossing, which may come to the 
knowledge of the Commissioner ot Railroads, will be promptly 
oemggercas | him for the enforcement of the penalty, as 
above quoted. 

* Thit your employés may be fully notified in the premi- 
ses, you will immediately cause a copy bereof to be delivered 
to each trainman in your employ, und also have the same 
so posted in your cars, and about your shops and buildings, 
that the requirements and pene Jties of the law cannot fail 
to come under the notice of wll parties subject to the pro- 
visions of the same. 

**Please to acknowledge the receipt bereof, and notify 
the department of your compliance with the requirements 
of this order.” 


Highway Grade Crossings in Massachusetts. 


The Massachusetts Railroad Commissioners have set their 
faces firmly against any increase of the number of grade 
crossings of highways over railroads, and apparently intend 
to ailow no more of them, if it can be avoided. Two of 
their recent decisions in this line are specimens of their 
action : 

The Railroad Commissioners have refused permission for 





i t _and where one or both of these | to pass beneath them. The long approaches become a burden 
ae ‘te_bronght ‘into the very business heart largely impairing the usefulness of the bridge for purposes | 


Claflin street, yraminghee, to cross at grade the Miuliford 
Branch of the Boston & Albany Railroad, stating that an 
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overhead bridge is feasible, and suggesting that the railroad 
corporation might join the town in building it. ’ 

The selectmen of Bellingham asked the Railroad Commis- 
sioners for an order for flagmen at Railroad and Centre 
street crossings of the New York and New England Rail- 
road. The Commissioners suggest a plan by which one 
overhead bridge can be constructed that would do away 
with both grade crossings, and they recommend that the 
railroad company and the town unite in the plan. 


Injury to Passenger Traveling on a Pass. 

In the case of Handley against the Houston & Texas Cen- 
tral Co., the Texas Supreme Court holds as follows, in a 
decision lately rendered: Ordinarily, when a passenger buys 
his ticket and takes bis seat in the cars preparatory to his 
journey, there is an implied agreement on the part of the 
railroad to convey bim to his jourrey’s end. The considera- 
tion of this agreement is the price paid for the ticket. The 
company becomes bound to use such care as shall secure the 
safety of the passenger. Sn case of injury without fault of 
the passenger, a prima facie case arises against the com- 
pany, and fixes upon it the burden of showing the injury to 
have resulted from causes it could not control. Not having 
paid fare, but being on the cars to obtain transportation 
free, the passenger in this case could not demand the same 
care asin other cases,and at most could claim damages 
only for intentional injury. 

Trespass— Walking on the Track. 

In the case of Boozer against the Houston & Texas 
Central Co., the Texas Supreme Court holds as follows: 
It is a general rule that between stations and public 
crossings, and upon the yard or yards, the track or tracks, 
belong exclusively to the company, and all persons who 
walk, ride or drive thereon are trespassers, and if they go 
there by sufferance of the company, then they are there 
subject to the risks incident to the place, and if injured by 
the company’s trains, no recovery can be had except in case 
of the company’s gross negligence. Such negligence must 
be so gross that the company, if death had resulted, would 
be liable for exemplary damages. The evidence in this case 
is not sufficient to show gross negligence on the part of the 
company, and shows contributory negligence on the part of 
the injured party. 

In the similar case of Leaky against the same company 
the Court holds as follows: [t is claimed that the 
court below erred in charging that the failure to ring 
the bell or sound the whistle was negligence. When a 
moving train is about passing a public crossing, the 
statute requires the bell to be rung or whistle blown 
for a distance of SO rods. Whether or not the engine 
in this case crossed a street, is a fact upon which there was 
conflict of evidence. If the engine went upon the crossing, 
the question of negligence is one of law—if not, one of fact. 
But the statute referred to does not apply to a switch-engine 
operating in a yard where there is no purpose to go upon a 
crossing. 





Liability for Acts of an Employe. 

In Turner against the Western & Atlantic Co. the Geor- 
gia Supreme Court holds as follows: 

1. Railroad companies are liable for torts committed by 
their servants in the prosecution and within the scope of 
their business, whether the same be by negligence or volun- 
tary. Where one was lawfully in the cab of a freight train 
of arailroad treating for passage, as had frequently been 
done and was still being done at the time of the trial by 
other persons on the same train, as to an injury inflicted 
upon him by the conductor, he stands within the reason and 
spirit of the authorities in reference to like injuries done to 
passengers, 

2. Conductors of through freight trains may, if required 
by the rules of the company or the exigencies of the case, refuse 
to carry passengers in their cabs oron theirtrains. Butsuch 
refusal should,be made known in a civil and respectful manner 
toa person applying for passage thereon, and reasonable 
opportunity should be allowed for such person to quit the 
cab of his own motion. If he should refuse to do so, the con- 
ductor could use such reasonable force as was necessary to 
eject him therefrom. The conductor’s acts in relation to 
these matters, under the facts of this case, were done in the 
prosecution and within the scope of his business, and for his 
use of insulting and obscene language in refusing passage to 
the applicant and his violence in striking and injuring such 
person, the company was liable, even though it was volun- 
tarily done. 

3. Where there is no evidence of aggravating circum- 
stances in tbe act or intention, or of gross negligence, § 3066 
of the Code should not be given in charge, and the onus is 
on the plaintiff to prove aggravating circumstances, in or- 
der to entitle him to have this section given in charge. But 
where there was proof of brutal and inhuman conduct on 
the part of the agent of a railroad company and of his em- 
ployment by the oompany several days after the transac- 
tion, that section was properly given in charge. The prompt 
discharge of such an agent by the company upon being ad- 
vised of his conduct, and the repudiation of his act, would 
exclude altogether the right of the plaintiff to recover addi- 
tional damages ‘‘to deter the wrong-doer from repeating 
the tresspass,” but would not prevent the jury from giving 
additional damages ‘tas compensation for the wounded feel- 
ing of the plaintiff.” 





ANNUAL REPORTS, 
The following is an index to the annual reports of railroad 


companies which have been reviewed in previous numbers 
of the current volume of the Railroad Gazette: 
























Page, Page 
Atchison. Top. & Santa Fe..64, 319 N. Y., N. Haven & Hartford.... 27 
Camden & Atlantic. ........ 9 N.Y., Ontario & Western...... 106 
Central Pacific. ...o... se 37 ~N. Y., Pennsylvania & Ohio....15 
Charlotte, Col. & Augusta.. N. Y., Susquehanna & West. 
Chicago & Alton........ 146 Norfolk & Western.............. 
Chi Burlington & Quine 318 Northern Central,...... .. : 
Chi, Milwaukee & St. Paul. Pennsylvania & New York..... 
Cin., New Orleans & Tex. Pa..164 Pennsylvania Railroad.........18 
Civ... Wash. & Baltimore........ 46 Perkiomen.............. sone OF 
Cleveland, Col., Cin. & Ind.....2 POCRTRDUER. .o55..206csccce ae Oe 
Cleveland & Pittsburgh...... 44 Philadelphia & pone... 27, G4 
Columbia & Greenville.......... 87 Philadelphia, Wil. & Balt... ... 196 
Columbus, Hocking Vy. & Tol.202 Pittsburgh & Castle Shannon..164 
Connecticut River.... .. 64 Pittsburgh & Lake Erie.... 47 







Consolidation Coal Cc 
Cumberland Valley..... Re 
Dela. & Hud. Canal Co....140, 2: 
Delaware, Lacka. & Western. .165 
Denver & kio Grande...... »- 296 
PROCHWUIE... . ccscccoccossecctescs 7 
Hartford & Conn. Western 


Pittsburgh, McK & Yough 
Portland & Ogdensburg......... 87 
Portland & Rochester 
Providence & Worcester. . 
Richmond & Danvilie.... . 
Rochester & Pittsburgh... .. 
St. L., Iron Mountain & So. 










HOURREODNG «..0260<c0c008een 06 St. L & Sen Francisco.......... LUT 
Houston & Texas Central...... St. Louis, Vandalia & T. H...... 106 
Huntingdon & Broad Top Mt. St. Pani & Duluth..........c0000 147 
iiinois Central. ......-..... 164 Sandy River . 87 


: Savannah, Florida & Western.336 
South Carolina.................. 


International & Gt. Northern 
Kentucky Central 










Knox & Limooln... isacccsds o058 Texas & Pacific......... .. 
Lehigh Coal and Navigation Co.147 Troy & Greenfield. ... 
Lattigh Valley ....0s0 cesscees 47,139 Union Pacific......... 
Mexican Central.... 79. Utiea & Black River.... 


Wabash, St. L. & Pacific 


Milwaukee, Lake Sh. ‘& West! /3> 
.. & Western Maryland 


Mississippi & Tennessee.... 
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West JOrSey....cccccce-cscccseces 87 
West Va. Central & Pittsburgh. 46 
Wilmington, Col. & Augusta.... 8 
Wilmington & Weldon.......... 


Missouri, Kansas & Texas..... 337 
Missouri Pacific.............. * 
New Haven & Northampton... .147 
N. Y., Lake Erie & Western... .231 

| 


Grand Trunk. | 


This company’s latest report is for the half year ending | 
Dec. 31, 1883, comparisons being made with the corres- | 
ponding half of 1882. The report covers the entire mileage | 
worked. | 
The length of line operated was increased from 2.313 to 
2.32114 miles by the opening of a section of 814 miles at the | 
Montreal & Champlain Junction line. Further sections of 
this line were completed toward the close of the half year, 
but are not included in the mileage work. } 
Charges to capital account during the half year amounted | 
to £262,907. Of this amount £72,152 consisted of prefer- | 
ence securities redeemed or acquired. There was £133,739 
expended on new works, and £27,734 on new rolling stock. 
The earnings for the half year were as follows: 


vv 











1883. 1882. Inc. or Dec. P.c. 
Gross earnings.. £1.898,066 4£1,871,033 I. £27.033 1.5} 
Expenses..... 1,315,887 1,271,900 I. 43,987 3.5) 
Net earnings.... £582,179 £599,133 D. £16,954 2.8) 
Per cent. of expenses 69.33 67.98 I. 1.35 


The increase in expenses was greater than that in gross | 
earnings, the net result showing a considerable loss for the | 
half year. 

The income account is as follows: | 
£582,179 

100,945 


Net earnings, as above aaiatare 
Interest, dividends, etc., received... 





Total = ; ...- £683,124 
Interest on bonds, loans, etc £45,935 
“ 193,369 


debenture stock 
Rents. = 82,197 
—_— 321,501 

ciecoeeteek i th tte £361,623 

The report says: ‘‘ This balance of £261,623, divided in 
accordance with the provisions of the deed of union, yields, 
in the proportions of 70 per cent. to the Grank Trunk share 
capital. the sum of £253.136, and of 30 per cent. to the 
Great Western share capital, the sum of £108,487. The 
amount of £253,136 thus appropriated to the Grand Trunk 
share capital, added to £2,850, the undivided surplus on 
June 30, 1883, makes a total amount available for dividend 
of £255,987, which will permit of the payment of the full 
half year’s dividend at the rate of 5 per cent. per annum on 
the first and second preference stocks, and of a dividend at 
the rate of 314 per cent. per annum on the third perferepce 
stock, leaving a balance of £1,032 to be carried ferward to 
the next half year’s account. The amount of £108,487 ap- 
propriated to the Great Western share capital, will permit 
of the payment of the full half year’s dividend on the Great 
Western 5 per cent. preference stock, amounting to £12,- 
644, and of a dividend at the rate of 3 per cent. per annum 
on the Great Western ordinary shares, which will absorb 
£91,752, making together a total of £104,396, and leaving 
a surplus of £4,091. This amount deducted from the 
last half year’s deficiency of £43,377 leaves a debit balance 
for the year 1883 of £39,286, to be charged against the re- 
serve fund accounts in conformity with the provisions of the 
deed of union. 

‘* The total gross receipts for the half year amounted to 
£1,898,066, against £1,871,033, being £27,033 in excess of 
those for the corresponding period of 1882. Tbe passenger 
receipts, including mails and express freight, show a ‘:- 
crease of £57,052, or 8.07 per cent., and the number o: |): °3- 
sengers of 31,795, or of 1.16 per cent.,as compared with 
1882. The receipts from freight traftic show a decrease of 
£29,934, and the quantity of freight carried a decrease of 
205,673 tons. The average receipt per passenger was 5s. 
id., against 4s. 8'¢d., and per ton of freight 7s. 11544.,, 
against 7s. 74d. The reductions in the tonnage, and in the 
receipts in the carriage of freight, were to some extent oc- 
casioned by the partial failure of the wheat harvest in 
Ontario, which caused a considerable diminution in local | 
traffic during the greater portion of the half year. The 
through freight traffic was alao injuriously affected in con- 
sequence of the low prices obtaining for grain in Europe, 
and the retention by speculators of iarge quantities of grain 
at Chicago and other Western points. 

‘The increase in working expenses is mainly due toa 
larger expenditure having been incurred for renewals of 
road and rolling stock, and to the enhanced rates of wages 
and prices of material. 

‘During the half ;year there was received from the In- 
ternational Bridge Co. £38,277, against £19,616 in the 
corresponding half year, or an increase of £18,661. After 
prolonged litigation a settlement was effected of the claim 
by the Bridge Co. against the Canada Southern Railway 
Co, in respect to tolls. The latter company agreed to pay 
the sum of $275,000, in addition to the sum of $66,869 
already paid, in full settlement of all claims of every kind 
not already paid for the use of the International Bridge to 
Jan. 1, 1884.” 

The gross receipts of the Chicago & Grand Truck road for 
the year 1883 were £611.622, the expenses £464,401, leav- 
ing a net revenue of £147,221, which is to be added to the 
balance from 1882 of £129, making a total of £147.350. 
Against this rentals and interest amouuting to £136,968 | 
were paid, leaving a balance of £10,382, of which £10,274 | 
were paid over to the Grand Trunk Company in repayment | 
of advances made. 

The gross receipts of the Detroit, Grand Trunk & Mil-| 
waukee road for the year 1883 amounted to £282,835, and | 
the working expenses to £204,801, leaving net earnings of | 
£78,034, to which is to be added a balance from 1882 of | 
£3,162, making a total of £81,196. Interest charges | 
amounted to £56,117, leaving a balance available for divi- 
dends of £25,079; from this dividends amounting to 8 per | 
cent. have been paid, 

The act authorizing the consolidation of the united capital | 
of the company and the simplification of its various securi- | 
ties has been passed by the Canadian Parliament and will | 
be submitted to the shareholders. Under this act consoli- | 
dated 4 per cent. debenture stock is to be issued for the | 
purpose of retiring all the existing bonds, securities ona | 

| 


Net revenue balance 








preference charges npon such conditions as may from time 
to time be agreed upon between the company and the 
holders. The amount of this stock will not exceed £5,500,- 
000. A furthersum not to exceed £8,806,000 is set aside | 
for the purchase or exchange of the existing 5 per cent. | 
debenture stock, on such terms as may be agreed upon. 
Including the 4 per cent. stock already issued and that 
authorized to be issued as above, the total of debenture | 
stock is limited to such sum or sums as the share-| 
holders may from time to time determine, provided that the 
total interest upon this entire loan shall not exceed £750,- 
000 per year, and any sums remaining after the appropria- 
tion of debenture stock for the purpose above referred are to | 
be applied to the putting down of second tracks upon the road, | 
first on the line between Montreal and Toronto, and after- | 
wards on such part of the company’s road as the directors | 
may determiue, and also for the purchase of additional 
rolling stock and other general purposes. The existing 





shares of stock representing the Grand Trunk and Great 
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Western share capital will be consolidated into the stock of 


the United Co. upon a basis which has been approved by the 
actuaries as fair and equitable. 


Under this agreement every holder of Great Western 5 


| per cent. preference stock will receive for each £100 held 


£125 of 4 per cent. guaranteed stock and £20 of ordinary 
stock. Every holder of Great Western ordinary stock will 
receive £75 in 4 per cent. guaranteed stock and £100 in or- 
dinary stock for each £100 of his present holding. The 
Grand Trunk first preference stock will retain its present 
position, but each holder of £100 will receive £6 in ordinary 
stock to extinguish his existing contingent right to an addi- 
tional dividend. In the same manner the Grand Trunk 
second preference stock will retain its present position, but 
each holder of £100 will receive £6 in the new ordinary 
stock, and bolders of third preference stock will receive an 
additional £3 in the ordinary stock for each £100 of the 
present stock. The practical effect will be to consolidate and 
bring into more manageable form the various issues of pref- 
erence stock, and to extinguish all the reversionary rights 
now owned by the holders of the various issues. The direct- 
ors urge upon the shareholders the acceptance of this stock 
in order that its provisions may be carried out as soon as 
possible. 

Another act passed by the Canadian Parliament author- 
izes the transfer of the Welland Railway, 25 miles long, to 
the Grand Trunk Co., practically carrying out the agree- 
ment with the Welland Co. which was approved at the 
meeting in October last. 


Lake Shore & Michigan Southern. 


The mileage of road worked by this company at the close 
of 1853 was as follows : 


Miles 

Main line, Buffalo to Chicago ............ ..sseeeees 510.49 
Branches owned........ os 5 ements 5. awihieetececaleds 324.38 
Three proprietary roads, wholly owned by this company 160.07 
I 6S icis5.. shay twnenbeweeeas onsen: bres 1,024.94 
UU NE abs axkas-d Gord ndecadninea’ samaeeed 315.00 


of sidings, making a total of 2,150.88 miles of track, whereof 
1.440.838 miles are laid with steel, 79 miles of steel having 
been laid last year. The only changes reported are an ad- 
dition of 0.40 miles to the leased lines, and 8.10 milesof new 
sidings. 

The equipment consists of 553 locomotives; 122 passen- 
ger, 32 smoking, 20 emigrant. and 117 baggage, mail and 
express cars; 10,014 box, 1,405 stock, 289 oil, 1,882 flat, 
2,629 coal, and 273 caboose cars; 2 pay cars, 10 derrick 
and 147 dump cars. 

The general account is as follows: 

Liabilities: 
Capital stock ($533,500 ten per cent. guaranteed). $50,000,000.00 
Funded debt: 

Lake Shore & Michigan Southern.&86. 

Detroit. Monroe & Toledo. ...... 6 

White Pigeon & Kalamazoo... .. 36.57 
December pay-rolls, vouchers, etc... 
Dividend paid Feb. 1, 1884: 

2 per cent. quarterly on $49,466,500 

OPGINATY StOCK........ 2+ cose ‘ 

5 per cent. semi-annually on $533,- 

000, guaranteed stock ... .. 


42,942,000.00 
924,000.00 
600,000.00 
2,506,588.37 


.87 miles.. 
Se 








$1,016.005.00 
4,951,678.37 





Income, or profit and loss account.... 


BOM ssicee. ..$102,940,271.74 
Assets; 
Lake Shore & Michigan Southern 
branches, 864.87 miles... .... Re te tananace nee 
Fquipment—553 locomotives, 16,950 cars.... . 


Railway and 
$66,700,000.00 
17,300,000 00 


1,881,600.00 

610,000.00 
1,357,€00 00 
2,136.753.70 


715,000.00 


Detroit. Monroe & Tolede Railroad, 62.36 miles. . 
White Pigeon & Kalamuzoo Railroad, 3657 ‘ 
Northern Central Michigan Railroad, 61.14 
Jamestown & Franklin Railroad, 51 miles 
Chicago & Canada Southern Railway 


Stocks owned: 
Lake Shore & Michigan Southern (2,682 shares). . 
Detroit. Monroe & Toledo (4.140 shares, entire 

ee ae 
Cincinnati, Wabash & Michigan ($408,463.89) .... 
Pittsburgh & Lake Erie ....... .... exe 
Capital advanced to co-operative dispatch lines. 
Merchants’ Dispatch Transportation Co.......... 
Erie & Western Transportation Co ....... pabasiihs 
New York, Chicago & | $14,050 600 prefered } 

St. Louis Railway... 1 $12,480,000 common j 
Cleveland, Lorain & Wheeling Railroad... 
Bonds owne1 


268,200.00 


414,119.00 
437,000.00 
220,000.00 
27,824.05 
319,443.58 
45,500.00 


527,000.00 


6, 


697.900.00 





General office property and other real estate. ... 
Supplies—rails, fuel, ete ae pera a 
Valley Railway, Cleveland—advances ............ 
Total Pe Rare $102,940 271.74 
All fixed charges due Jan. 1, 1884, were provided for Dec. 31, 
and included in fixed charges of 1883. 
The train mileage for the year was as follows : 


1.2211 
277 987 .86 





Train miles: 1883. 1882. Inc. or Dec. P.ec. 
Passenger .......... 3,403,724 I 165,797 5.0 
Freight ... 7,176,597 D. 93, 126 1.3 

A Se ..-10,579,821 I. 72,671 0.7 
Total locomo. miles... .15,694,852 I. 365,462 2.4 

Av, train load; 

Passengers, No........ 63.4 72.2 D. 8.8 12.2 
Freight, tons...... P 245.4 269.3 D- 23.9 89 
Locomotive service cost 17.86 cents per mile run. The 


average mileage per locomotive for the year was 28,661 
miles. There were 1.48 locomotive miles run for each 
revenue train mile, including all locomotive service. There 
was 0.36 mile of switching for each revenue train mile. 
The earnings per passenger train mile last year were 
170.00 cents gross and 70.95 cents net; per freight train 


| mile 173.90 cents gross and 67.55 cents net. 


The traffic carried was as follows: 






: 1882, Inc. orDec. P.c. 

| Pass. carried..... 3.§ 4,118,832 D. 209.476 5.1 
Pass.-miles.... ...215, 227,093.958 D. 11,383,803 5.0 
Tons frt. carried 8,478,605 9.195.538 D. 716.933 7.8 
Ton-miles... 1,689,512,415 1,892,868,224 D.203,335,809 107 

Av. rate: 

Per pass .-mile 2.196 ct 2.157 ct. I. 0.039 ct. 18 
Per ton-mile ..... 0.728 0628 * I. 0.100 15.9 


The decrease in east-bound ton-mileage was 6.4 per cent., 
and in west-bound, 15.8 per cent. Of the total freight 
movement last year 56.5 per cent. was east-bound and 43.5 
west-bound, the average haul being 208.1 miles east-bound 
and 199.3 miles west-bound. 

The average freight rates compare as follows: 


Per ton-mile; 1885. 1882. Increase. P.c, 
East-bound freight.... 0.735 et 0.642 ct 0.093 ct. 14.5 
West-bound “ ere 0.610 ** 0 108 * 17.7 

OE 555 xctienas 0.728 at. 0.628 ct. 0 100 ct. 15.9 


The loss in tonnage did not result in a loss in freight earn- 
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ings, the increase in revenue from the higher rate being 
greater than the loss from decrease im freight movement. 
The earnings for the year were as follows : 








2 1883. 1882, Inc. or Dec. P.c. 
Freight -- $12,480.094 $12 022.577 I. $457,517 3. 
Passengers. . 4,736,089 4,897,185 D. 161,096 3.3 
Express ... , 364,171 397.944 D. 33.773 85 
MIM. 55.0025 Sseces 683,867 713.241 D. 29.374 4.1 
__ Eee ee 164,567 119,514 I 45,053 37.5 
Other resources.... 84,868 75,178 I €90 12.1 

Se Fee ee $18,513,656 $18,225,639 I. $288.017 16 
Expenses... ..... ... 11,001,853 11,057,8.7 D. 65,954 0.5 

Net earnings $7,511,803 7,167,832 I $43,971 4.8 
Gross earn. per mile 13 817 14,3°6 D, 489 3.4 
Net earn. per mile.. 5,660 5,627 I. 33 0.6 
Per cent. of exps.... 59.43 60.67 D. 124. 


Taxes are included in expenses, amounting to $530,236 
(2.85 per cent. of gross earnings) last year, and to $503,852 
(2 77 per cent.) in 1882. 

The income account for the year was as follows: 


Net earnings for the Yoar........cccccccsecses eves $7,511,802,79 
Interest and dividends on assets.......... Smead ° 158,540.23 
MI csoks aus aecesernckocenets ee ce eeeeeee $7,670,313.02 
IIE. xxad ose, ebercantenansaente $3,132,120 00 
OS eee ee eee a 471,876.65 
Dividends, guarantced stock, 10 per 
NE ca cuninnne sasadeles cxareendgean 53.350.00 
Dividends, ordinary stock, 8 per 
EE Ry eee Pi eee ae .... 8,957,320.00 
— ———_ 7, 614,666.65 
Balance, surplus Der C0 FON 6.5 inc cecieccins $55,676.37 
DAMOD TIO: DUNN. as cuicesvchnascagmeboneedecs sears 4,896,002.00 





$4,951 ,678.37 

Renewals included 11,004 tons new steel rails ; 773,157 
new ties ; 292 8l miles of track ballasted and 88.40 miles 
of new fence Luilt, 

The directors’ report says : ‘‘ Construction and equipment 
accounts aggregate $84,000,000, as against $83.669,000 on 
Dec. 31, 1882, an increase of $331,000, being the amount 
invested in additional land in Chicago and in additional 
equipment. 

» ** The capital stock of the company is $50,000,000, to wit: 
Guaranteed (10 per cent.).... 5,335 shares—$100 ... — $533.500 
CHIE oossscdsi scaviewsnse ... 494,665 shares— 100.... 49,466,500 





oe eee 





Total.... .. «+... 500,000 shares—$100. ...$50,v00,000 


“Of the ordinary stock the company owns $268,200, as 
stated in tbe balance sheet. 

* The total funded debt Dec. 31, 1883, was $42,942,000, 
a decrease of $25),000—the regular annual contribution to 
the sinking fund, 

** The financial results, also the freight and passenger sta- 
tistics, condensed, for 14 years, since the organization of the 
company by consolidation in 1869, are grouped together in 
the following tables : 


EARNINGS, EXPENSES, ETC. 





= = 
| | Dividends er 
= share of $100. 

Gross Net | Fixed | 
earnings. earnings.| charges. 


‘Earn’d | Paid. 
i 


Year Miles 





















































$. | $. 
1870 ..... 1013. $13,509,236 5,140,415 1,828,897) $9.60 | $8.00 
I87L... ..|.1074 14,898.449 5,1'8.643 2.121.164) 8.37 8 00 
1872... .... 1135, 17,699.935 5,860.409 2.201.459) 8.55 8.00 
1875...... 1177) 19,414,509 5,667,911,2,654,560' 6.10 4.00 
1874 1177) 17,146.131)5,993,760)3,008.193 6.04 3.25 
ae 1177! 14.434,199) 4,902,698)2,810,294 4.20 | 2.00 
re 1177| 13,949.177 4,374,341| 2,759,989 3.26 3.25 
1877 1177| 13.505,159)4,541.193|2,77...657, 3.57 | 2.00 
1878. 1177| 13,979,766 5,493.165'2,718,792 5.61 | 400 
1879 1177| 15.271 ,492|6,336,968 2,754,988 7.24 | 6.50 
er 1177, 18,749.461/8.331,356) 2.750.374 11.28 8.00 
1881. 1177) 17,971,591 6,69 2,962|2,725,375 8.02 | 8.00 
1882 1274) 18,225,639) 7,167,832/3,027,000 8.37 8 00 
1883. 1340} 18,513,656) 7,511,802 3,498,806 8.11 8.00 
FREIGHT, 
f Receipt | Profit 
Year. Tons nmi per ton per ton 
‘ per mile. | per mile. 
Cent | Cent 
1870. 2,978,725 574.025,57 1.504 | 572 
1871.. 3,784,525 733,670,696 1.391 | 478 
> ae 4,443,092 924,844,140 1.3874 454 
1873 5,176,661 1,053,92 ,1<9 1.435 389 
1874 5,221,267 999.342,081 1.180 | 413 
1875 5,922,490 | 943,236,161 1.030 273 
1876..... 5.635, 167 1,133,834,828 | 817 256 
1877.....| 5,513,393 1,080 005,561 .854 291 
oo ee 6.098.445 1,340,467 821 | 734 | .260 
1879. ...| 7.541.294 1,7:355.4223,440 642 | . 44 
1880..... 8,350,336 1,851,166.018 .750 315 
| See 9,164,508 2.021.775,468 617 | .203 
1882.....) 9,195,538 1.5892,868,224 .628 215 
1883.....) 8,478,605 1,689,512,415 728 276 
PASSENGERS. 
Year, | Passengers Passengers one pte ny ene 
aac carried. mile. seapoapay~ >. cael 
per mile. | per mile. 
Cent. Cent. 
1870 2,065.440 160,500,114 2.612 804 
1871 2.046.428 142,634.243 2 808 .869 
oe 2,212,754 162,308.495 2.599 .785 
1873 2,845,163 2.542 .664 
|: ne 5.096 263 245? 744 
1875. ....] 3,170,234 164,950,861 2.378 | 54 
187.... 3. 119,923 175,510.50 1 2.090 | 575 
1877. ...| 2,742,225 138.116,618 2.419 | 672 
1878..... 2.746.032 1:33,70° O21 22s7 | 1.012 
1879.... | 2.822.121 141,162,317 2,223 1.049 
1880..... 3.413,485 176,148,767 2185 | 1.049 
BE i eske 5,657,006 207.953.215 1.988 .868 
1882. .... 4,118,832 227.098,958 2157 =| BIL 
a 3,999,356 215,715,155 2.196 | 918 











‘‘ A nothworthy expenditure in 1883 was the cost of a 
coating of lake gravel upon the road betweeu Cleveland aod 
Erie, which has effectually abated the dust nuisance hitherto 
so annoyiag. 

“At the last annual meeting of stockholders, May 2, 
1883, a resolution was adopted, classifying the board of 
directors as follows: Five directors, term to expire Muy, 
1886: four directors. term to expire May, 1885; four direc- 
tors, term to expire May, 1884. 

‘Tn accordance with this resolution, at the annual meet- 
ing of stockholders, May 7, 1884, an election will be held 
for four directors in place of those whose term expires, and 
one to fill the vacancy caused by the death of Augustus 
Schell, who was in the three years class.” 





Michigan Central. 


The report of this company for the year ending Dec. 31 
Jast shows the mileage worked for the year as follows: 


Main Line: Miles. 
IOI EN oe ene tk Red baad Ri RAeD eas Oe ow 284.07 
Windsor to Suspension Bridge (Canada Southern)..... .. 226.1> 

CEN TEENS. canntbecesbeatnnes .09%08: nabheens 510.25 

Branches: 

Michigan Central system.............005 ssesseeee 750.26 
Canada Southern system cae scactped Sem see. 207.64 
—- 957.99 
Total miles operated ....... ... .....-- TE 1,468.15 


The increase of mileage over that of previous reports was 
occasioned hy the addition of the Canada Southern system 
Jan. 1, 1883, and by the acquisition of the Saginaw Bay & 
Northwestern Railroad, Feb, 15, 1883; and the construction 
of 14 miles of a new double track line between Welland and 
Clifton, known as the Niagara River Branch, 

The equipment includes 396 locomotives; 117 first-class 
passenger, 62 second-class and smoking, 7 dining and 82 
baggage, mail and express cars; 6,498 box, 1,175 stock. 
2,549 flat, 590 coal, 18 oil.and 264 caboose and way cars; | 
nav car, 25 boarding cars, and 156 other road and service 
cars. 
ine condensed balance sheet is as follows: 








‘ Liabilities: 
COIN 55 5:0 ccéccctnne sbiesneetbendccdbeieswoun $18,738,204.09 
nd accounts: 
(OSE sooner ere $1,900 009.00 
Consolidated 7 per cents... .......-- ,000.000.00 
Cons» lidated 5 per cents.... ....... 3. 2,000,000 00 
a rrr 500,000.00 
Detroit & Bay City.. ... ......... .. 3,576,000.00 
— 15,976,000 00 
Procee ts of J., L. & S. Nor’n Ext’n bonds ......... 1,100,0: v.00 
BOOOURES PAGANS 2.0... .00ccsrece-cecescecces cove 2,843,664 05 
Dividend payable Feb. 1, 1884.................008 562,146.12 
Income account : 
CS Ee aa $4,956.981.65 
GHEE: Ey Gisele ccs cctceassanss 706,540.39 
—_—_—_—_ 5, 663,522.04 
sos inca ncnseccscacchines | dudcke Seteandgseed $44,883,536.21 
Assets ; 


Construction accounts : 
SY SD cindoncecsss 436° S000 $30.7459.378.32 
Leased lines .. ............... 5,187,041 68 
Proprietary line (D. & B.C.).. 3,611,518.02 





——_ $39,557 ,938.02 
Northern Extension J.,L & 8. R.R...........--- 1,095.123.38 
DOUOMIGIIDN. os. cascccdvaue avsdecoese tathitee ere 638.699.65 
POG GRE GUND. o0.0icnsesecess 60:0. cc cceccsee 635,850.60 
Accounts recéivable : 
Canada Southern Ry. Co. for 
balance due on Niagara Falls 
Branch and new ferry bcat.. 570,583.96 
Other accounts receivable.... _1,388,065.66 
—_—_—_ 1,958,649.62 
Cash assets : $ es 
Uncollected earnings.......... 496,589.35 
Sean. és condccnsebeanions ss 500,685.59 
——__ —- — 997,274.94 
DE asin ap 5nccdsestonweaessiawines.cedenes $44,883,536.21 


Changes in the funded debt are shown elsewhere. The 
total debt on which the company pays its interest is 
$42,630,000, as follows : Michigan Central bonds, $15,976,- 
000 ; leased line bonds, $6,230,000; guaranteed bonds, 
*424,000 ; Canada Southern firsts $14,000,000, and seconds 
$6,000,000. 

The earnings for the year were as follows, Canada South- 
ern earnings being included in 1882, for purposes of com- 








parison : 
1883. 1882. Inc. or Dec. P.c. 
a. . SEE $9 472.366 $7,873,523 JT. $1,598,843 20.3 
Passengers ....... 4,007,548 4,042,828 D. 35.280 0.8 
Dvescate & Seen 182,420 163.177 I 19,’43 118 
Exwress..... .... 245,725 182,741 I 62984 34.4 
Miscellaneous .... 101,708 67,771 I 33,937 49.9 
TOR: éctssnanes $14,009.767 $12,330,040 I. $1.679,727 13 6 
Expenses......-.. 9,741,639 9,268, I. 472,733 5.1L 
Net earnings ... $4,268.128 $3,061,134 I. $1,206,994 39.4 
Gross earn. p. mile 9,543 8,714 I. 829 9.5 
Net earn. p. mile. 2.907 2.163 L 744 34.4 
Per cent. of exps. 69.53 717 OD. 5.64 


Exoenses include taxes, which were $255,793 last year 
and $256.077 in 1882. 

The result for the year mav be summed up as follows: 
The gross earnings from traffic were $14,009 767, the ex- 
penses $9,741,639 and the net earnings $4,268,128. The 
interest and rentals were $2,433,416, leaving a balance of 
$1,834,712, of which, under the contract, one-third, or 
$611,571 was paid tothe Canada Southern Co. The balance 
of $1,223.141 accruing to the Michigan Central, with $67,- 
702 income from investments, made a total of $1,290,843, 
from which 6 per cent. dividends were paid, leaving a sur- 
vlus of $166,551 for the year. 

" The income account was as follows : 





i EN 55s spa cuanead aan baeabesnk veentene $4,268,128 24 
Tnterent On 1MVOSMROREB.......0.600-cccsce ccsescovseeses 67,701.45 
TE So icccicsdanane 0060 anwenew satag cecanesicen $4,335,829 .69 
Rentals.... . $184,310.00 
Interest..... .... ‘ 1,535,290.00 
Canada Southern interest 713.816 31 
Can. Southern. one third netincome.. 611,570.64 
Dividends, 6 per cent............. . «+ 1,124,292.24 
—_— ——  4,169,279.19 


Balance, surplus forthe year $168.550.50 
Balance from 1882..... a» seamen 539,989.89 


tenes, Dek, BE Bis ck svt ckceescchsbevdiacs $706,540.39 
The Land Commissioner reports sales of 12,258 acres of 
land from the Jackson, Lansing & Saginaw grant for $88,- 
825, and timber sales amounting to $16,515. Cash receipts 
on land were $400,483: expenses were $48,799, und the sum 
of 3368,270 was turned over to the trustees. The assets of 
the department include 320,999 acres of unsold lands, 
$555,559 due on land contracts and $19 656 cash on hand. 
The traffic for the year was as follows : 











Passengers: Threuzh. Local. Total. 
Passengers carried ....... 82,851 2,826,381 2,91 9.232 
Passenger-miles.... .... 38,571.357 142,177.868  180.749.225 
Rate p-r pass.-mile... .. 1.754 cts. 2 343 cts. 2.217 cts. 

Freight: 

Toms carried ........006 s 1,229,523 3,867,755 5,197.278 
TOMMINES ......200 cccccee 576,897.910 564.384 954 1,141,282,464 
Rate per ton-mile........ 0.630 ct. 1.034 cts. 0.830 ct. 


The average rate for through passengers east was 2.025 
cents; west, 1.911; emigrants, 0.875 cent. 

Of the through ton-miles 68 per cent. were of east-bound 
freight. The average rate per through ton-mile east-bound 
was 0.687 cent; west-bound, 0.508 cent. 

No comparison can be made with the previous year, as the 
figures given for 1883 include the Canada Southern, while 
those for 1882 are for the Michigan Central only. 

Locomotive miles rnn were as follows : 


ParGem GO HGIRG «oo 22 ccececces 2600088 2600000000 foe 3,692.646 
Freight Se eebeceherebsed wenndssabeoevaneen’ Nese 6,196.49 
Service WY sbbubasis »-cbe sek vas Or Geeeanwranes . ~- 716.229 
OME 6 cccicacs dneersedscotkvendchadceen ahem sees 3,549,478 

ONE ons sé nk snaeebss sence, ncaseseensneis ececerce 14,154,792 





Locomotive service cost 17 cents per mile run, of 
which repairs required 3.49 cents; fuel, 8 U5; oi] and waste, 
0.37; and service, 5.09 cents. Nocomparisons can be made 
for the reas m*given above. 

Renewals and improvements, as shown. by the General 
Manager’s report, include 10.000 tons of steel rails on the 
nain line, and 6,000 tons on the Canada Southern; 693,872 
vew ties: 68.51 miles of track ballasted; 67 64 miles new 
sidings built; several new iron bridges and minor imtrove- 
ments. Only 237.83 miles (all on branch lines) are still laid 
with iron rails, 

New equipment included 51 locomotives, 26 passenger and 
2 dining cars; 750 flat, 36 caboose and 120 other cars. The 
750 flat cars were charged to construction account, 

Mr. Ledyard’s report says: ‘The important work of 
extending and improving the yards and terminal facilities 
of Detroit has progressed in a very satisfactory manner. 
Over 1,000 ft. A ve and substantial dock hus b-en built, 
ind 31¢ acres of earth-work filled, thus affording to that 
extent additional yard room. The Twentieth street yard 
(old stock ag has also been filled and graded sufficiently 
'o admit the laying of over two mils of team freight tracks. 
New and additional tracks have been built, including 
me main track from Detrot to Springwells, and the 
Cwentieth street yard, aggregating over eight miles; the 
total amount expended to date being $286,003.08. 

“The construction of the new passenger station at Detroit 
has also progressed very favorably, and it will probably be 
completed about May 1 next. The amount expended 
thereon to Dec. 31 is $138,953. 

* There bus heen expended for land, for right of way and 
station grounds, principally at Graud Rapids, Bay City, 
Jackson and Detroit, $38 684 and for grading for new 
road. mainly Sage’s Lake Branch, $1,841. 

**Under the contract with this company, the Canada 
Southern Railway Co. has made large expenditures for 
additions and improvements. Among the principal are the 
construction of the ‘Cantilever’ Bridge at Niagara Falls, the 
building of the Niagara Riv-r Branch, 14 miles in length, 
the replacement of the Kettle Creek Bridge with a double- 
track iron structure, a work of very considerable mugni- 
tude, the laying of 15 miles of second track, and increase of 
yards and sidings to the extent of 20 miles. The increase in 
equipment is 10 passenger cars, 2 dining cars, and 36 engines, 
In addition, an iron transfer car ferry boat, capable of 
carrying 21 freight cars, has also been completed.” 

The report of Mr. C. Vanderbilt, Chairman of the board 
of directors, says: ‘‘ As stated in the last annual report, an 
agreement for 21 years from Jan. 1, 1883, was entered into 
with the Canada Southern Railway Co., under which this 
company was to control and operate the lines of that com- 


ny. 

** he Canada Southern had partially built (and has since 
completed) a line from Essex Centre to Detroit River, 
opposite Detroit, with a suitable ferry to that city; and 
under the agreement it has constructed a branch of its main 
line from Welland to Niagara River, just below the Falls, 
crossing the river upon the well known and unique ‘canti- 
lever’ bridge. It has also increased its equipment to an 
extent sufficient to meet the demands of the tbrough traffic, 
and bas made other improvements, as stated in the report of 
the General Manager. 

“With regard to earnings, expenses, etc., the agree- 
ment provided that the earnings of the combined line 
should form a fund out of which the expenses of 
maintaining and operating the entire line should be 
paid; and also the interest of the funded debt of 
each company within the limits fixed in the agreement ; 
each company to have the benefit of any diminution in the 
interest on its own bonds, by retirement or otherwise ; and 
each company undertook to pay any demand agaiust it, 
down to the date of the agreement, from its own funds. 

“The balance of earnings, after paying the common 
charges as stated, is then to be divided in the ratio of two- 
thirds to this company and one-third to the Canada South- 
ern. The tabulated statements herein contained have, as 
will be seen, been made on these buses. The anticipations 
as to results expressed in the last report have been fully 
realized. 

“No changes have occurred in the capital stock ; it is 
$18,738,204. 


FUNDED DEBT. 


“The changes in the funded debt are as follows: The 
equipment mortgage bonds issued in October, 1874, and 
falling due April 1, 1884, amounting to $556,000, were paid 
at maturity. 

‘Of the $2,000,000 in 7 per cent. consolidated mortgage 
bonds referred to in Jast report, the $900,000 then remaining 
unissued bave-been issued, bearing 5 p-r cent. interest. The 
proceeds have been expended in redveming the equipment 
bonds above mentioned, and in partial payment ot the cost 
of the new passenger house and of the terminal improvements 
at Detroit. 

‘“‘ The table of funded debt herewith, includes that of the 
Canada Southern Railway, viz.: 


First mortgage bonds .......-+00.ceees sereeeceeees $14,000,000.00 
Second mortgage bonds... ....... see + wees ceee 6,000,000.00 


All 5 percents. This addition to the table has been made 
by reason of the agreement between the two companies, 

“The following changes have occurred in construction 
account: ; 

Credits. 

By transfer of the balance of J..L.&8. R. R_ North- 

ern Extension account from this to open account .. . $1,095,124 
By New York Central Sleeping Car stock received from 


the equipment bond trustees... 2... 0.--00-- eee esses 58,000 
By amount of Joliet & Northern Indiana construction 
account refunded by that company.... ....... ..  «. 47,848 
Ry sales of material, etc., formerly charged to this ac- 
SOUEB. ccs coccce cvccccccces.cvces eosccesece secesssens 7,025 
RD ccc cteccunedabdstine\pusank sakbshivee -$1,207,997 
Debits. 
For land, right of way and additional sta‘ion grounds. $38,684 
For grading Sage’s Lake Branch .. ............... wes 841 
For balance equipment bon1 trustees’ account for in- 
terest and discount ....... ...6 eeeeeeee ore vated 1,307 
Forthe cost of Detroit yard improvement to Dec 3, 
ME: =: buh sasabé. santas seems eae  - 
For the cost of new passenger house at Detroit to same sanene 
err SS Le a RS Canaan Abe <aaRORR: Shee 38,95 
For the cost of 10 new locomotives......... «++ O saaes 126,468 
For the cost of 750 new flat cars .. ...... Soetaseus sake $,804 
WOE, sc ccpavaccdncerse agocdechinonssuasveqsoosscope ,150 
Thus showing a decrease in the account of........-.+++ 310,847 


“ The traffic earnings and expenses of the combined ae 
tem show the following increase; earnings, $1,679,7' : 
expenses, $472,700; and the resulting increase in net earn- 
ings of $1,207,000, 

* As stated in the General Manager’s report, by season of 
the joint operation of the Michigan Central and Canada 
Southern systems, much of the traffic which prior to the 
combination was through, now Lecomes local, and it is 
consequently quite impossible to show the usual t rafliccom- 
parisons in respect of those classifications.” 
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EDITORIAL ANNOUNCEMENTS. 
Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes i? rail- 
road officers, organizations and changes of rey onsen 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, expert- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to itsimprovement.  Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS - 
railroad business by men practically acquainted wit 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 


Advertisements.—We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers, Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so Fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 


THE LAKE SHORE REPORT. 

The two roads most affected by the diversion of 
freight by the new roads to Chicago make their re- 
ports for 1888 this week. The Michigan Central's 
traffic must have been much affected by its union 
with the Canada Southern, and its loss by the diver- 
sion of the Chicago business has to be set against gains 
resulting from the union, the final result being an in- 
crease of 134 per cent. in the gross earnings of the two 
roads. There was no such change in the Lake Shore, 
It was substantially in 1888 what it was in 1882 and 
has been for many years, the increase of 66 miles in 
the average length being due to the working of the 
Hillsdale & Ypsilanti and Jackson & Fort Wayne 
leased lines for the whole of the year instead of part 
of it, and these lines being comparatively not im- 
portant. 

An examination of the statistics of the traftic of the 
road shows that in 1888 its passenger traffic was about 
5 per cent. less than in 1882, but larger than in any 
previous year, The freight traffic, however, was 
smaller last year than in any other since 1878—114 per 
cent, less than in 1882, and 16 per cent. less than in 
1881, when it was largest. The east-bound freight 
movement last year was the lightest since 1877, and it 
has decreased continuously since 1879, when it was 
one-fifth larger than last year, The west-bound freight 
was exceeded only in 1881 and 1882, but the decrease 
from 1882 was much greater in west-bound than in east- 
bound freight—was 138 millions of ton-miles (16 per 
cent.) in west-bound, and 66 millions (64 per cent.) in 
east-bound freight. 

The statement of the freight forwarded and received 
at Chicago ought to throw some light on the effect of 
the new roads. This is as follows: 


At Chicago: 1883. 1882. 1881. 1880. 
Tons forwarded... 904,253 949,925 1,184,020 1,034,713 
Tons received. . 600,990 882,018 1,174,688 850,990 


Thus since 1881, when the traffic was largest (carried 
at war rates for half of the year), the decrease in the 
shipments from Chicago by this road has been 280,- 
283 tons, or 23% per cent., while the decrease in the 
freight delivered by it at Chicago has been 573,698, or 
19 per cent., and the decrease in the latter since 1882 
has been 281,028, or 82 per cent.—certainly a very 
great change to occur in a single year, and one not 
easy to understand, 

Notwithstanding the decrease in traftic, the report 
shows an increase of 1.6 per cent, in gross earnings; 
and though the decrease in freight traftic was decid- 
edly large (114 per cent.) there was an increase of 
$457,517 (3.8 per cent.) in freight earnings. Thus this 
like the Michigan Central and other companies, owed 
avery large part of its profits last year to the fact that 
it was able to obtain better freight rates, and the im- 
provement in these, as other reports show, was wholly 
or almost wholly in the through rates. On the Lake 
Shore the increase in the average rate was from 0.628 
to 0.728 cent per ton per mile, which added $1,689,512 
to the net earnings, and but for this increase in the 
freight rate the protit per share of stock would have 
been but $4.70 instead of $8.11. The very great im- 
portance to this company of maintaining through 
freight rates thus becomes evident. 

The average freight rate last year with the exception 
of 1880 was the highest since 1878: but the cost per ton 
per mile was also the highest since 1878, without any 
exception. 








There was a slight increase in the average passenger 
rate last year, probably due to a smaller proportion of 
emigrant travel; but the advance in rates was not 
enough to balance the smaller travel, and the passen- 
ger earnings fell off $161,097 (34 per cent.). Moreover 
the increase in the expense .was three times as great 
as the increase in the receipt per passenger mile, result- 
ing in a decrease of more than $300,000 in the net earn- 
ings from this traffic. It was this decrease and the 
larger one of $1,276,000 from the smaller amount of 
freight traffic that so nearly counterbalanced the in- 
crease due to the higher freight rate. 

The working expenses were slightly (4 per cent.) less 
last year than in 1882. In maintenance expenses the 
changes were not great. For six years they have been : 


Train 

Structures. Road. Equipment. Total. miles. 
1878 ...$375,358 $1,315,647 $1,206,645 $2,897,650 8,767,042 
1879... 34% 2 1,473,467 1,204,527 2,720,206 9,740,320 
1880... 458,399 1,356,672 1,468,856 3,283,917 10,030,570 
1881... 516,684 1,665,826 1,596,537 3,779,047 10,615,000 
1882... 497,977 9825,812 1,552,805 3,874,594 10,507,150 
1883... 436,578 1,658,913 1,593,501 3,688,992 10,579,621 


In the aggregate the decrease in these expenses was less 
than 5 per cent. from 1882, and they were much larger 
than in years previous to 1881, in some of which the 
traffic was larger than last year. There wasa reduction 
of $150,449 (33; per cent.) in the expenditures for 
rail renewal, yet the report shows that 6.6 per 
cent. of all the rails were renewed, which is 
very likely as much the average yearly 
requirement, There was an increase of more than 
one-sixth in locomotive repairs, but a decrease 
of 114 per cent, in freight car repairs. 

The company last year for the first time was bur- 
dened with the interest on the bonds issued to pur- 
chase the Nickel Plate stock, amounting to about 
$457,000. To have been able to meet this additional 
charge and at the same time make a profit large 
enough to pay 8 per cent. on the stock, in spite of the 
large loss in freight traffic due to the new roads or 
other causes, was doing extremely well. But, as we 
have said, this was possible only because of higher 
average through freight rates than before since 1880, 

As there is no present prospect of an increase of 
traftic this year, the question of ratesis very important 
for this company, which last year had but a very nar- 
row margin over the dividend paid, 


as 





THE MICHIGAN CENTRAL REPORT. 


The Michigan Central report for 1883 includes, for 
the first time, the operations of the Canada Southern, 
and this makes quite impossible some of the compari- 
sons with previous reports, which it is most interesting 
to make. Comparisons of earnings and expenses are 
possible, however; and the aggregates of the two 
roads have been for six years : 











Gross Net Fixed 
Year.’ earnings. Expenses. earnings. charges. Surplus. 
1578 st 2{67 $6,487,497 $2,915,470 $1,969.377 5,093 
1879 Zt47,683 3,194,477 1,979,235 
Re 8,145,082 4,511,962 

1881 9,404,443 2,765, 371,52 

L882 9.268.955 %,061,1! 2,486,6°2 

| an ee 9,741,639 4,268, 2,433,416 





Thus we find that the aggregate gross earnings of 
the two roads when worked together were very nuch 
greater than they had ever been when worked sep- 
arately, and the mcrease over the previous year was no 
less than 134 per cent. The whole of this increase may 
not be attributed to the union, it is true ; but 1883 was 
generally not much more favorable than 1882 to roads 
situated like the Michigan Central. The Lake Shore 
shows ‘an increase of 1.6 per cent. in 1883; the lines of 
the Pennsylvania Company (including the Pittsburgh, 
Ft. Wayne & Chicago, the Erie & Pittsburgh, and the 
Cleveland & Pittsburgh) gained about § per cent. ; 
those worked by the Pittsburgh, Cincinnati & St. 
Louis gained 52 per cent.; while the Cleveland, 
Columbus, Cincinnati & Indianapolis shows a decrease 
of 2} per cent,, compared with 1882. We may, then, 
attribute the larger part of the gain of $1,679,000 of 
gross earnings in the combined Michigan Central and 
Canada Southern to their union, which threw 
upon the Canada Southern substantially the whole 
of a large through traftic of which it had only a part 
previously. This is further indicated by the fact that 
while the gross earnings increased $1,679,727 (134 per 
cent.), the working expenses increased but $472,734 
(5.1 per cent.), so that in net earnings there was an in- 
crease of no less than $1,206,993 (393 per cent.) in net 
earnings. 

It was to be expected that the addition of a large 
amount of through traffic on a road prepared to carry 
it would require a comparatively small increase in ex- 
penses. We are not able to check the expenses, how- 
ever, because they were kept differently by the two 
companies previous to 1883. In 1882, however, the 
Michigan Central report showed that $672,000 charged 
to expenses went for additions to the property, and this 
of course made the expenses in 1882, with which we are 
now comparing, unduly high; so that the increase in 











what are properly -working expenses was doubtless 
much greater last year than the figures indicate. 

The traffic of the two roads for six years has been, 
in millions of passenger and ton-miles : 


1878. 1879. 1880. 1881. 1882. 1883. 
Pass.-miles..... 108.6 126.8 150.0 176.6 188.8 180.7 
Ton-miles...... 841.8 1,165.3 1,1901 1,078.0 1,146.4 1,141.3 


We see thus that the traffic last year was not quite 
as great as in 1882, the decrease being about 4 per 
cent. in passenger and 4 per cent. in freight traffic. 
This was doubtless due to the much smaller share of 
the Chicago through freight carried by the Michigan 
Central. This decrease might be set against the 
increase on the Canada Southern part of the line due 
to diverting the traffic that f-rmerly went over the 
Great Western to the Canada Southern, if the Michi- 
gan Central’s loss had gone wholly or chiefly to the 
Chicago & Grand Trunk. The latter gained with- 
out doubt, and so far as possible the Grand Trunk 
turned over it what formerly it had interchanged 
with the Michigan Central, and this was doubt- 
less considerable in amount; but the chief di- 
version of the Chicago traffic last year was caused by 
the opening of the two new roads, the Nickel Plate 
and the Chicago & Atlantic, which in the last half of 
the year carried about four-fifths of the Chicago ship- 
ments. This diversion was in no way connected with 
the union of the Michigan Central and the Canada 
Southern, but it prevented the benefit of the union 
from being as large as it would otherwise have been, 
because it lessened the gross amount of Michigan 
Central through traffic which it was possible to turn 
over the Canada Southern. The advantage of the 
union is substantially in proportion to the amount of 
the Michigan Central’s through traffic, and anything 
that lessens that traffic lessens the advantage of the 
union. 

We may assume. then, that though there was very 
little difference between the freight traftic of 1882 and 
that of 1883 on these roads, there was a considerable 
decrease in through freight on the Michigan Central 
and a considerable increase on the Canada Southern 
part of the through line. 

As there was no increase, but, on the contrary, a 
slight decrease in the traffic. the great increase of 
$1,369,000 in the gross earnings must have been due 
entirely to higher average rates. Infact, we find that 
the average rate per ton per mile was 0.83 cent in 
1883, against 0.687 cent in 1882. This difference in the 
average freight rate made a difference of $1,598,842 
in the earnings. In passenger earnings there was a 
decrease of $35,280, and the average fare.per mile 
changed but little—from 2.144 cents in 1882 to 2.217 in 
1883. 

The fixed charges paid (interest and rentals) were 
not quite so large in 1882 as in 1831, in spite of the 
the large expenditures on the Canada Southern. The 
Michigan Central interest and rental account was re- 
duced $31,771,and the increase of the Canada Southern’s 
was but $34,585. But the latter will be materially 
larger this year. Only a small part of the $6,000,000 of 
Canada Southern second-mortgage bonds were issued 
last year in time for interest on them to accrue, though 
a large part of the improvements to be paid for by 
them were completed within the year. 

Asin previous years, the Michigan Central reports its 
through and local traftic separately, but the union 
with the Canada Southern prevents a comparison with 
previous years. Formerly all Chicago-Detroit traftic 
was Michigan Central through traffic; now only such 
as passes the entire distance between Chicago and 
Buffalo or Suspension Bridge. The part of the through 
traffic which was shipped westward from Detroit and 
eastward to Detroit probably was not very large; but 
it was different with the Canada Southern. It carries 
avery large amount of traffic interchanged with the 
Wabash and with railroads west of Detroit other than 
the Michigan Central. This was all through traffic 
formerly; now it is counted as local traffic, though it 
is essentially through so far as rates 
cerned. A trifle more than half of the tonnage 
mileage is reported as ‘‘through” last year, bringing 
an average rate of 0.63 cent per ton per mile, against 
0.462 cent. in 1882 for through on the Michigan Central, 
and 0.477 on the Canada Southern. In 1882 no less 
than 400 millions of ton miles on the Canada Southern 
were through, and the amount on the two roads was 
837 millions and 75 per cent. of their total freight 
traffic. The proportion which. takes through rates is 
probably not greatly different now, though it may be 
less, owing to diversions of the Chicago shipments to 
other roads. But it is certainly so great as to make 
the through freight rates of very great importance to 
these companies. The difference between the through 
rate in 1882 and that in 1883 was enough to make a 
difference of $1,280,000 in the net earnings. which is 
more than two-thirds of the whole amount available 
for dividends. 
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Since the beginning of this year the Michigan Cen- 
tral’s share of the Chicago shij ments has been still 
further reduced by the transfer of the National 
Despatch to the Chicago & Grand Trunk ; and as the 
diversion by the Nickel Plate and the Chicago & At- 
lantic will extend throughout 1884, but was inconsid- 
erable in the first half of 18838, we must expect that 
the Michigan Central’s share of the Chicago shipments 
will be still further decreased this year. The average 
rates received have also been materially lower this 
year than last, so far, and will probably continue to be 
lower (though not so much lower as now) until after 
harvest. The through traftic until recently has been 
lighter than last year, and probably will be so until 
after harvest, when there may be a change. There 
will also be larger payments for Canada Southern 
interest, as more of the second-mortgage bonds 
have been issued — enough, probably, to add 
$200,000 to the interest charge. Canadian con- 
nections now nearly completed will enable the 
company to share in a traffic which is now mostly 
confined tothe Grand Trunk, however. The traffic 
and earnings in the first quarter of last year were ex- 
ceptionally large ; judging by circumstances they must 
have been materially less this year ; and if the returns 
for 1884 are to be as large as in 1883, it would seem 
that they must be made so by an improvement in traffic 
and through rates in the last half of the year. The 
through rates especially have a great effect on the 
profits of a road which has so large a proportion of 
through traffic. There is good reason to expect that 
these will be made higher than they now are, but the 
east-bound rates can probably not be made as high as 
last year until after harvest. Whatcan be done then 
will depend upon the circumstances then existing. If 
there are large crops and a good demand for them, the 
profits may easily be much greater in the last half of 
this year than in the corresponding half of last vear. 





March Earnings. 


We have now reports of earnings in March for 76 rail- 
roads, whose aggregate mileage and earnings and 
average earnings per mile were: 

1884. 1883. 





Inc. or Dec. P.c. 
Miles.... ... 54.809 51,031 3.778 74 
Earnings $28.804, - 59 $30,669,521 — $1,865,362 6.9 
Earn. per m. 26 601 7 125 


The decrease in average earnings per mile is the 
most considerable for many months. This decrease in 
February was 5 per cent. : in January. 9 per cent. ; in 
December, 5.4 per cent. The large decrease in March, 
however, is due more to exceptionally large earnings 
in that month last year than to exceptionally small 
ones this year. Of the 76 roads reporting, 31 show 
an increase in total earnings this year, but only 25 
have un increase in earnings per mile. There were 
very few increases that can be called large, except by 
roads which were not fairly in opezation last year, 
like the Rochester & Pittsburgh, the New Orleans & 
Northeastern, and the Fort Scott & Wichita ; but the 
Peoria, Decatur & Evansville gained 22 per cent., the 
Fort Scott & Gulf 14 per cent., and the St. Louis & 
San Francisco 18 per cent. Onthe other hand, no less 
than 24 roads report a decrease in total earnings of 
more than 10 per cent., and as many as 34 a decrease 
of more than 10 per cent. in earnings per mile. 

The result onthe four roads northwest of St. Paul 
we have noted before. All but the Northern Pacific 
show a decrease both in total earnings and in earnings 
per mile: in the aggregate the four roads show an in- 
crease of 414 per cent. in mileage and of 16 per cent. 
in total earnings, but a decrease of 17 per cent. in earn- 
ings per mile, from $391 to $325. 

Of the other roads of the Far West we have reports 
only from the Atchison, Topeka & Santa Fe and the 
Central Pacific, the Union Pacific and the Denver & 
Rio Grande not appearing as yet. But we have (not 
in the table) the returns of the Oregon Railway & 
Navigation Company, which has an important railroad 
system on the Pacific coast. This company reports an 
increase of 8 per cent. in gross earnings, and a decrease 
of 4 per cent.in net. This company is said to have 
charged construction material at very high rates and 
otherwise swelled artificially the net earnings reported 
last year. and the figures this year are on a basis which 

s intended to show what the earnings actually are, so 
that toearn as much as was reported last year is really 
doing wonderfully well. The Central Pacific reports a 
decrease of 20 per cent. in earnings: the Atchison, a 
trifling decrease. 

Taking now the roads west and northwest of Chi- 


cago, we have reports from 14 (including the Chicago, 
Burlington & Quincy, which seldom reports early 
enough for this review), with aggregates as follows: 
1884 1883. Inc. or Dec. P.c. 
SEER Lae ee 17,135 16,173 + 962 6.0 
Earnings . .. ... $7,642,811 $8,583,516 — $940,705 11.0 
Earn, per mile.. 446 * 531 — 8 16,0 





The decrease is very large, but it is precisely this 
group of roads which had extraordinary earnings last 
year, and the decrease is less significant on that 
account. Six of the 14 roads had an increase in total 
earnings, but it was very small on all but the Milwau- 
kee, Lake Shore & Western. 

The eight roads southwest of St. Louis with 
an increase of 7.6 per cent. in mileage have an 
increase of 11.9 per cent. in earnings, and their 
average earnings per mile increased from $355 
to $369. The absence of the Misssouri Pacific 
system from this group, with double the mileage of 
the eight that do report, makes it impossible tu ac- 
cept these totals as representative of the earnings of 
the Southwestern railroads. About half of the mile- 
aye reporting is in Missouri and Kansas, and the three 
companies having this all make large gains. It is not 
safe to conclude from the decrease of 214 per cent. by 
the Gulf, Colorado & Santa Fe, and still less from the 
increase of 13 per cent. by the Fort Worth & Denver, 
what the condition of the Texas railroads is. Both 
the two short Arkansas roads show a decrease. 

The roads north of the Ohio, east of Chicago and St. 
Louis, and west of Pennsylvania form a group of 17, 
which had altogether : 


1884. ——o Fea or Dee. P.c 
Bess sti08 seats 6,431 144 2 
Karnivgs i 3,232,538 $3, 508. mH — + 2 273,971 7.8 
Earnings per mile. 503 558 55 9.8 


Only three of the 17 roads show any increase in total 
earnings, and one of these has a decrease in earnings 
per mile. The decrease is more than 15 per cent. 
on seven of the roads. 

The 20 roads south of the Ohio and Potomac and 
east of the Mississippi report in the aggregate : 





1884. —_ Inc. or Dec. P. c. 
EERE or ree 9,584 9,264 + 323 3.5 
Earnings. . . $3,881,318 33, 882; =e — $1,532 0.1 
Earn. per mile. 405 14 3.3 


This is a more faves result te: we have seen in 
any other group containing roads enough to be repre- 
sentative, the decrease in earnings per mile being 
small and in total earnings trifling. Eleven of the 
20 roads have some increase in total earnings, and 10 
have an increase in earnings per mile. Gains of as 
much as 10 per cent. in earnings per mile were made 
by four roads, and losses of 17% to 32 per cent. by 
four. The Chesapeake & Ohio, which had long re- 
ported considerable gains, had a loss in March. Nine- 
teen-twentieths of the decreases were on roads east of 
the Alleghenies. The roads west of the mountains 
nearly all made small gains. 

Coming now to the Eastern group (east of Ohio and 
north of the Potomac), we have 11 roads, whose aggre- 
gates (excluding the Central of New Jersey, whose 
earnings last year were not reported) were : 


—. 1883. Inc. or Dec. P. 1 
eee eee 830 7,595 a 235 3.0 
Earnings Sc caasiecneil $8. 174. ‘980 $8,774.286 — $864, 022 9 s 
Earn. per mile ... 1,046 1,155 — 109 9.5 


This is a considerable decrease, and it falls on roads 
which depend largely on the general condition of busi- 
ness throughout the country. Four of the 11 roads 
have some increase in total earnings and in earnings 
per mile, but these are small roads. The decreases of 
12 per cent. on the Grand Trunk, 44 per cent. on the 
Pennsylvania and 124 per cent. on the Reading—all 
great roads—are much more important. The Eastern 
Railroad lost 8.7 per cent., the New York & New Eng- 
land 12.4, and the Northern Central 8.8. Although 
this group has but about 14} per cent. of the mileage 
reporting, it had 28 per cent. of the aggregate earn- 
ings, the average earnings per mile of the Eastern 
group being $1,046, against an average of $438 of all 
the other roads reporting. 

Below are given the earnings per mile in March of 
many railroads for six successive years, so far as re- 
ported : 

March Earnings per Mile of Road, 1879 to 1884. 
1879. 1880, 1881. 1882. 1883. 1884. 


Ala., Gt. South.......... $114 $165 $210 $238 $309 $337 
Atch., he EG Fices ae 572 557 540 678 638 607 
Bur, 8) ers 258 4x3 263 347 354 304 
St. Lonis & RO. 5s ces 127s 206 281 222 204 142 
Central Iowa.... ....... 287 472 269 368 389 287 
Central Pacific... ...... 57 586 660 675 638 441 
Char., Col & Aug........ 224 267 290 290 248 192 
ee RO ee 304 512 525 495 653 596 
Chicago & Alton.... .... 483 746 631 693 808 818 
Chic. & East Iil........ . 422 555 55% 557 554 444 
<® * S See 514 595 421 524 585 457 
Chic., Mil. & St. P....... 357 382 241 370 452 376 


Chic.,St. P.,Minn.& Om. 362 356 265 405 375 350 
Cin., Ind., St. L.& C.... 507 661 637 525 662 601 


Cleve., Akron & Col ... 178 231 246 307 330 272 
Cleve., Cel., Cin. & Ind. 598 894 918 950 815 
Col. & Greenville........ RS os ap bin 247 297 202 
Des M. & Ft. Dodge. ... 200 305 185 421 208 184 
Det., Lansing & Nor.... ... aie ‘ 621 619 445 
ME as cavaso sees 74 848 844 893 942 860 
E. Tenn., Va. & Ga..... 330 387. .... 27 304 302 
Eliz., L. & Big Banas... ..2. stirs ee 242 408 446 
Ev. & Terre Haute ..... .... SR ir 455 472 447 
Flint & Pere eee. 352 0 8©6.498 502 570 665 604 
Green Bay, W. & St. P. .... abe’ ped 162 178 144 
Gulf, Col. & BE Ris a5 - ae 213 294 231 
Ill. Gen., in lowa........ 228 380 268 417 510 349 
Ill. Cen. (il. <=. oo ) 436 523 570 556 621 55 
Ind., Bloom. & W 380 548 346 369 387 320 
K. C., Ft. Scott & i, 3293. 510 403 404 448 513 
Little Rock & Ft.S..... .... dot oh 218 286 5 

. > |) eee i 102 188 149 





1879. 1880. 1881. 1882. 1883. 1884. 
459 466 


Long Island... ......... ew he a 436 
Louisville & Nash. 434 itr 515 527 663 570 
Marquecte, H & On..... sea bis 273. 209 =—«:176 
Mem his A | eee _— 284 348 388 
Mobile & Ohio ...... ... 322 3°3 456 281 350 358 
Nash. Chat. & St. L..... 428 337% 454 3870s 3873372 
N. ¥.& NewEngland. . 552 652 S71 670 741 649 
Norfolk & Western...... 310 410 457 408 508 = =6418 
Northern Central... .... 1,025 1,274 1,389 1,288 1,574 1,473 
Northern Pacific.... ... 169 185 226 384 337 368 
Ohio Central...... ... + eae whibe 27 261 262 
Pennsylvavia............ 1457 1,751 2,034 2,002 2,046 1,903 
Peoria, Dec. & Ev....... 132 «236 = 209) 253 220 268 
Phila. & Reading........ 1.107 1,603 1,610 1,620 1,669 1,456 
Rich. & Danville.. ..... 3°99 «#366 06452064430 465400 
South Carolina... ... 352 391 554 464 563 448 
St. L., Alton & T. H.— 

Main 3a 365 582 680 522 683 664 

Belleville 1 Line.. ...... 432 781 567 627 669 604 
St. Louis & San Fran... 284 374 443 417 486 553 
St. P. & Duluth......... 165 217 324 408 323 
St P., Minn. & Man .... .... 399 434 582 584 505 
Va. Midland ............ re sone 320 351 339 
Vicks. & Meridian ..... apes noah ‘tot 235 308 274 
lS ea an ere te 112 138 155 
West gg soe 28050000 ines a ‘teh 413 454 439 
Wis Cen... ..... 237 308 315 


No less than 43 out of 58 roads had smaller earnings 
per mile in March this year than last, but on only 28 
out of 57 were the earnings smaller this year than in 
1882, and 10 had larger ones this year than in any 
other for which they are reported. 

For the three months ending with March our table 
has reports from 76 railroads, with 56,728 miles of rail- 
road, which is 8 per cent. more than they worked last 
year. With this increase in mileage they had an in- 
crease of but $306,917 (0.4 per cent.) in earnings, and 
their average earnings per mile decreased from $1,606 
to $1,492, or 7 — cent. 





The New Chicago A Award. 


The distribution of the Chicago through shipments 
eastward, as made by the Board of Arbitration two 
weeks ago, covers certain freight not heretofore in- 
cluded, so that direct comparisons with previous 
awards cannot be made. There are awards for both 
freight and live stock ; but the shipments of dressed 
beef are counted as freight when going to New Eng- 
land and as live stock when going to New York or 
other places, The Chicago & Grand Trunk has for 
some time had a large and well-established business in 
dressed beef to New England, to which it carries little 
or no live stock ; but the dressed beef shipments to 
other parts of the country are not made so exclusively 
by one line, and are not so fully developed. Thena 
very considerable proportion of the Michigan Central 
through freight has always been brought to it by its 
Joliet Cut-off, from Joliet, where it intersects the 
Chicago & Alton and the Rock Island, and from 
Matteson, where it intersects the Illinois Central. 
As the Blue Line works over the Michigan 
Central, the Illinois Central and the Chicago & Alton, 
it may be imagined that these interchanges were very 
great, especially as the distance by the Michigan Cen- 
tral was about the same when the freight came by the 
cut-off, while there was a saving of 20 to 40 miles to 
the other roads, and passage over the crowded Chicago 
tracks was avoided. Now from the beginning of this 
year the through freight transferred from the roads 
west of Chicago to the roads east at Joliet and Matte- 
son and at junction points nearér to Chicago (of which 
there are several just south of the city, where the 
interchanges have been not very great, but increas- 
ing), are to be included under ‘Chicago shipments” 
and covered by a new award. But for the six months 
from July 1, 1883, to the end of 1883° a special award 
is made, including besides what was formerly included 
in Chicago shipments only the Shipments of dressed 
beef to New England points, whic as awardl isas follows: 


Chic. & Grand Trunk..... UL ak eee ee 19.5 
Michigan Central.......... 19.0} C., St. yy & Pitts ... . &.0 
ER EEDD <cecscve. 2200050 17.0 | Baltimore & Ohio......... 7.0 
Nickel Plate............... 8.0 | Chicago & Atlantic........ 10.5 


This differs very little from Mr. F'ink’s preliminary 
award, whicb, however, we believe, did not cover the 
shipments of dressed beef to New England, These 
were largely made by the National Despatch line over 
the Michigan Central, however, that line not having 
been transferred to the Chicago & Grand Truuk until 
Jan. 8 last. The differences from Mr. Fink’s award 
are that the Arbitrators give the Michigan Central } 
per cent. and the Ft, Wayne } per cent. more and the 
Chicago & Atlantic 4 per cent. less. 

For the period from July 1 to Jan. 8, the date of the 
transfer of the National Despatch from the Michi- 
gan Central, to the Chicago & Grand Trunk, the 
following percentages of live stock (including dressed 
beef for all but New England points) is made, which 
we compare with Mr. Fink’s award, also made to be- 
gin July 1 last, but, we believe, not including any 
dressed beef : 








-—~Award.— —--Award.-— 

r. r. 
New. Fink's. New. Fink's 
C. & Grand T.... 120 11.0 Ag Wayne. . 14.0 13.0 
Mich Cen........ 17.0 , 4 Te rt 8.0 
Lake Shre...... 26.0 26. 0 | | Balt & Ohio. .. 54 5.5 
Nickel Plate...... 7.5 8.5 | Chic. & Atlantic. 10. 0 11.0 


The freight percentages dating from Jan. 1, includ- 
ing dressed beef for New England and the through 
shipments over the Michigan Central's Joliet Cut-off, 
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as well as those of the other junction points near Chi- 
cago, are awarded as follows: i 
Ch. & Grand Trunk........ —= PUPS WAPMO.. 06 5. csccgees. 17 


ae er me) ©... M6. Ls. & Pitts... .... 000 9.0 
eS Pee hk Ae Oe fo rer 6.0 
eae PONS. cicsac’ i ebe eves 7.0 | Chic. & Atlantic ... ....... 10.0 


If nothing but the Joliet Cut-off business had been 
considered in changing the percentages, this would in- 
dicate that it amounted to 5.2 per cent. of the old Chi- 
cago shipments, but as the shipments of other junc- 
tion points and some other matters were taken into 
account, we may not suppose this. But the inclusion 
of this trattic makes what is now reported as ‘‘ Chicago 
shipments” a different thing from what it has been 
heretofore,so that we cannot properly compare the total 
shipments or the percentages of the different roads 
with those in corresponding weeks and months of pre- 
vious years. The new award, however, indicates that the 
Joliet Cut-off has been of material benefit to the 
Michigan Central, as the multiplication of new lines to 


Chicago, which reduced the Michigan Central’s share 
of the shipments out of that city from 81 to 19 per 


cent. between 1880 and 1883, probably had no effect, 
or next to none, on the amount of freight transferred 
to it at Joliet and Matteson. This is, however, properly 
Chicago freight; of course any irregularities in rates 
on such shipments would be felt at all places where 
this through freight originated—at Kansas City, St. 
Louis, Peoria, or elsewhere. We do not remember, how- 
ever, ever to have heard any complaints concerning 
rates on such shipments, which is somewhat remark- 
able. 





The earnings and expenses of the Chicago, Burling- 
ton & Quincy Railroad in March were : 











1884. 1883. Inc. or Dec. Cc. 

Passenger ........ $427,085 $418,631 + $8.754 2:1 
Freight..... ...- . 1,578,427 1,902,078 — 223,651 17.0 
ORB. ccs scne ovsces 100,216 75,875 + 24,341 32.1 
AD. 625. anscixe $2,106,028 $2,396,584  — $200,556 12.1 
Expenses.......... 1,021,311 1,029,118 _ 7,807 0.8 
Netearn .. .... $1,084,717 $1,367,465 — $282,749 20.7 


The decrease of 12 per cent. in gross earnings, and 
especially the decrease of 17 per cent. in freight earn- 
ings, is very large, and as there was but a trifling 
decrease in working expenses the percentage of de- 
crease in net earnings is still larger—20% per cent.; but, 
as we shall see below, this is due to the fact that the 
March earnings of this road, as of many other Western 
roads, were extraordinary last year, being nearly 50 
per cent. greater than in February, which is very 
much greater than usual. They were nearly a third 
more than in April and larger than in any following 
month until August, which had never before hap- 
pened, 

The mileage, the gross and net earning and working 
expenses of this road in March for seven successive 
years have been: 


Gross Net 
earnings. Expenses, earnings. 
$939,654 560,281 $379,373 
1,199,83 630,945 538,886 
1,071,738 593,028 478,710 
1,732,518 744,391 988,127 
1,418,149 752,863 665,286 
1,566,217 929.200 637,017 
2,396 584 1,029,118 1,367,465 


2,106,029 1,021,311 —-:1,084,717 

Thus, though the March earnings this year were 
$290,000 Jess than last year, they were $540,000 more 
than in 1882, an@ larger than in any other year. 

It will be noticed that there was a small] increase in 
passenget and miscellaneous earnings, and that the 
decrease was caused by a very large falling-off mn 
freight earnings. It was the latter that were very 
large last year, due partly to the fact that shipments, 
hindered in January and February, came forward 
freely in March. 

For the three months ending with March the earn- 


‘ings and expenses of the road for eight successive 


vears have been: 





Year. Miles. Gross earnings. Expenses. Net earnings. 
BB ossninde 1,343 $2,688,257 $1.671,817 $1,016,440 
eR 1,62 3,126,448 1,752.079 1,374.369 
|, ee 3,159,213 1,740,513 1,418,700 
1880 .. .2,597 4.577128 2,127,197 2.449.931 
1881... 2.772 3.760.918 2,176,749 1,584,169 
rae 2,924 4.682.351 2,663.421 2,018,930 
1883... ....3,231 5,633,285 2.735,7 2,897,585 
1884 . 3,523 5,725,262 3,046,865 2,678,397 


Compared with last year there is an increase of $91,- 
977 (1.6 per cent.) in gross earnings, an increase of 
$311,165 (11.4 per cent.) in working expenses, and a 
decrease of $219,188 (7.6 per cent.) in net earnings, 
with an increase of 2.8 per cent. in the mileage worked. 
Both gross and net earnings are very much larger 
than in any year previous to 1883, and the net earn- 
ings are $659,467 (824 per cent.) more than in 1882, 
when they were larger than ever before. 

The changes in earnings for the three months are an 
increase of 7.6 per cent. in passenger earnings, a de- 
crease of 1.5 per cent. in freight earnings, and an in- 
crease of 333 per cent. in other earnings. In January 
and February there was an increase of $257,683 in 
freight earnings, which the large falling-off in March 
converted into a decrease. 

Considering the general condition of business and 
the enormous decrease in the net earnings of the Union 
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Pacific in the first two months of the year (69 per 
cent.), with which a considerable part of the Burling- 
ton system competes, the latter company’s gross and 
pet earnings for the quarter are very favorable. It 
has doubtless been greatly helped by the exceptionally 
large crops in Kansas and Nebraska last year, for 
crops, on the whole, were not good onits lines east of 
the Missouri then. 





The Pennsylvania Railroad dividend for the last 
half year, declared May 1, is 4 per cent, and share- 
holders have the right to take one-half of.it in stock, 
which was worth after the dividend a premium of 14 
per cent., so that the 2 per cent. of stock is equivalent 
to 2.28 per cént., and the whole dividend is equal to 
4.28 per cent. in cash. The addition to the stock will 
amount to about $1,680,000, and will make the total 
about $95,000,000, $26,000,000 of it issued since 1880, 
All this has been issued for money actually expended 
on the property, and there has been comparatively a 
very small addition to the funded debt, except for the 
stock of the Philadelphia, Wilmington & Baltimore 
Railroad. The last report said that considerable fur- 
ther additions to the property would be required, 
requiring about $8,500,000, which it was purposed to 
obtain partly in the same way—that is, by the issue of 
stock to the shareholders at par. It is therefore prob- 
able that another issue will be offered with the fall 
dividend. The amount of stock is becoming very 
large, but it represents an enormous and growing 
property. Some of the shareholders, doubtless, feel 
that it would be better for them if the new capital 
were raised by bonds, bearing 4} per cent. interest or 
less ; but the company’s liabilities for interest and 
rentals are already large enough, and it strength- 
ens its position by issuing stock instead of bonds— 
secures a larger margin of safety, the value of which 
may become evident if earnings are not larger here- 
after than they have been for a few months past. 








The opening of navigation causes a large increase in 
the grain shipments from the Northwestern markets, 
in spite of the fact that the rail rates for five weeks 
had been about as low as the water rates. For the 
week to April 26, lake shipments having been made 
for but one or two days, only about 400,000 bushels 
went forward by lake, and the total shipments were 
about the same as the week before. In the week to 
May 3, during the whole of which navigation was 
open, the shipments of wheat were 5§3,000 bushels 
and of corn 1,462,000 bushels more than the week be- 
fore. 

The course of lake shipments, however, cannot be 
judged from the first week’s shipments ; for the ves- 
sels that wintered at Chicago and Milwaukee are likely 
all to sail directly after navigation opens, many of 
them having taken on grain for storage weeks before. 

But the rail shipments of grain from Chicago de- 
creased again last week, as they had done for some 
weeks previously, though not more than in some other 


weeks. They have been, in tons, for the last six 
weeks : 

-- ——— —— ——_ —_ — — Week ending —-——- — —-—_ -—_ 
M’ch 29. Apr. 5. Apr. 12. Apr.19. Apr. 26. May 3. 
53,282 70,793 46,407 65,944 51,542 42,464 


It should be remembered that in this period the 
rail shipments were once or twice larger than was 
ever before known. We see, however, that the rail 
shipments had decreased greatly before navigation 
opened, and in the week to April 26, in which there 
were few lake shipments, were a third less than in the 
week to April12. Last week the rail shipments were 
no less than 33,943 tons (44 per cent.) less than three 
weeks before, The rail shipments, it is true, are still 
large, amounting last week probably to 1,700,000 
bushels (from Chicago alone), which is not often ex- 
ceeded when navigation is open. But the course of the 
shipments indicates that not even very low rates can 
keep the railroads busy, now that navigation is open. 
Shipments of 50,000 tons or so a week are not small, 
but for lines that have recently carried 97,000 tons ina 
week they cannot be called large. 





The most important railroad agreements now 
under consideration, perhaps, are those for organizing 
pools at Peoria and Indianapolis ; for it depends on 
these, apparently, whether there shall be any advance 
in the east-bound rate this season, which is about 
equivalent to saying that unless these pools are organ- 
ized there will be no profit in the immense east-bound 
through freight traffic till fall. The great troubles 
have been at these places and at St. Louis. The St. 
Louis roads have come to an agreement, but their pool 
will not go into operation until those at Peoria and 
Indianapolis are established, it being practically im- 
possible to maintain rates at St. Louis unless they are 
maintained at these places also. As some of the lines 
negotiating have an immense interest in the St. 
Louis business, they have very strong reasons 
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for coming to a conclusion quickly concerning 
the smaller business of Peoria and St. Louis. 
And the negotiations have arrived at such a point 
that there is reason to believe that they will resul 

in success. The question of the proportions to go to 
the different roads, which is usually the most difficult 
one, has already been settled by the agreement of all 
parties to submit it to arbitration. Not all the lines at 
Peoria are members of the Joint Executive Commit 

tee, and properly those which are not claim the right 
to a voice in selecting the arbitrators. The difficulty 
both there and at Indianapolis is to determine what 
shall go into the pool. Several of the roads have 
lines both east and west of these cities, and they are 
not willing that what they bring to these points should 
be divided like other freight among all the roads that 
carry from them. 





The change in the rule concerning reductions of 
through rates to meet cuts, to which we referred last 
week, was made to prevent reductions on the mere 
demand, without proof, of a line in the Joint Execu- 
tive Committee. The rule had been interpreted to 
make it the duty of the Commissioner to make a 
reduction at the demand of any company on its bare 
and unsupported charge that rates were cut. It can- 
not be that this was ever meant. It would give a 
little road in the West, whose interest in the traffic 
might not be $50,000 a year, power to destroy many 
millions of the earnings of other roads. The new 
modification gives the accused line an opportunity to 
answer the charges of cutting made against it. If it 
cannot satisfy the accuser, the latter may insist on its 
demand for a reduction, which will be made by Mr. 
Fink, on consulting the Trunk Line Executive Com- 
mittee, if he is satisfied that rates have been cut as 
charged. Under this modified rule the line stock 
rate was reduced last Monday from 50 to 40 cents net 
per 100 lbs. from Chicago to New York. These rates 
have been demoralized for some time, chiefly in con- 
sequence of the competition of the dressed-beef ship- 
pers- but, as usual, little is said about irregularities in 
this traffic, the shippers being comparatively few in 
number, and each usually shipping by a single line, 
and line and shipper uniting in their competition with 
other lines and shippers. 








As we go to press there is a report that Mr. Albert 
Fink has resigned his position as Commissioner of the 
trunk lines and Chairman of the Joint Executive Com- 
mittee, and as, in answer to inquiries, he declined to 
make a statement, it is inferred that he has offered his 
resignation but that it has not yet been considered by 
the committee. How influential Mr. Fink has been, and 
how valuable his services, may be inferred from the 
fact that the mere report of his resignation alarms 
holders of railroad securities, as they have learned 
to regard him as one of the bulwarks that 
protect their property from waste. But Mr. Fink has 
offered his resignation before, and been persuaded to 
withdraw it, and it is to be hoped that this may be 
the result now. It is no secret that he has long felt 
the position burdensome, and wouid have retired long 
ago if it had not been urged upon him that success in 
the great undertaking which he had planned depended 
very largely upon his personal management of it. 
Since that time the freight department and the pas- 
senger department have each received a head in 
the persons of assistant commissioners Guilford and 
Pierson, men of capacity, having the confidence of the 
railroad companies, and this doubtless renders the or- 
ganization less dependent than it was. But the re- 
tirement of Mr. Fink would be universally regarded 
as a great misfortune, andif he insists upon being re- 
lieved from the great responsibilities and burdens of 
its direct conduct, probably a way will be found to 
secure his counsel and advice. 


The Vote on Uniform Train Signals. 





The responses to the circular of the Committee on Uniform 
Train Signals are somewhat amusing reading. Although 
containing much that is interesting and suggestive, they 
bring out strongly certain sectional peculiarities and weak- 
nesses of our human nature. Attentive readers will re 
member that the signals recommended were selected by a 
committee of four general managers of important lines— 
the Pan-Handle, the enormous Missouri Pacific system, the 
St. Louis, Alton & Terre Haute, and the Cleveland, 
Columbus, Cincinnati & Indianapolis—and were based upon a 
census of the signals in use on over one-half the train mileage 
of the country. Nv one of the signals recouamended was in 
use on less than 49 per cent. of the mileage considered, and 
from that up to 80 per cent. ‘They were also almost 
identical with those which had been recommended by the 
Association of Railroad Superintendents nearly two years 
before. . 

It was not likely, therefore, that the signals would contain 
anything very radically defective or impracticable, and the 
vote by roads is, as might be expected, heavily in favor of 
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adopting them. The Committee’s summary of the vote is as 
follows: 




















Hand Bell- | Station- 
and cord. | Whistle. | ary and 
lamp. | =| | fixed. 
| } 
Total number of roads | | 
WOE saccds. scscceutee 196 196 196 | 196 
Total mileage... .....-.-| 58,503 | 58,503 | 58,503 | 58,503 
Number of roads in favor | | 
of system proposed .. 168 167 | 169 | 163 
Mileage of roads favoring | | 
NIN. 5 diced wsnason | 46,048 | 41,882 | 42,702 | 45,985 
Percentage in favor of| | 
system proposed....... 79 | 72 73 | 79 
| | 
Seas ie oe 
| adopt | adopt if 
| Opt opt 
|Torpedo. | Ene of system if) adopted 
| S18 * |majority | by con- 
| favor it. | necting 
i | roads. 
2 a oe: ae es 
Total number of roads | | 
Wc icccciees sees 196 196 196 | 
Total mileage............ | 58,503 | 58,503 | 58,503 | 
Number of roads in favor 
of system proposed... 173 167 158 19 
Mileage of roads fa voring) 
a ee eee. 48.877 | 51,688 | 50,034 | 2,389 
Percentage in favor of} 
system proposed.......| 88 86 4 
| ' 





There would seem, however, to be something wrong either 
in the Committee’s table, or in their summary, for according 
to their table there were twenty lines (instead of 19), repre- 
senting 8,249 miles (instead of 6,080), which declined abso- 
lutely to adept the system. Rudely divided by sections, this 
negative vote was as follows: 


In New England....... 7 lines out of 22, representing 1,404 miles. 
° “ se “ “ 
2, 


New York trunk lines. 2 4, 2 

In New York state.... 3 “ ae * wa se * 

In Pa, N. J. andMd...2 “ “ 2 = ii: “* 

Southern States....... alee “ 62, oe 2,484 * 

, Sr eo = = . & * 820 * 

PU Wea kc cabesdcsans 5 = * 8, ~ | skies “ 
Total voting No.... 20 lines out of 196, representing 8,349 miles. 


A little over 10 per cent. of the votes cast were therefore 
in the negative, and something over 14 per cent. of the 
mileage, the total mileage voting being 58,503 miles. 

It is to be remembered that the percentage of negatives in 
the non-voting mileage would probably be larger than in 
that voting. Among the important lines not voting were 
the Central, the Union and the Northern Pacific; theAtchi- 
son, Topeka & Santa Fe; the Chicago, Burlington & Quincy; 
Chicago & Alton; the Chicago, Milwaukee & St. Paul, and the 
Illinois Central. But east of Chicago the important trunk 
lines are nearly all represented, and the lack of many votes 
is probably due to negligence or indifference more than to 
opposition. 

The vote as it stands is surprisingly large, and the 
most surprising thing about it is the almost unani- 
mous favorable vote of the Southern and Western 
and Southwestern lines. Only 6 lines out of 126 
voted no, as against 7 lines out of 22 in New- 
England. Tbe most important negative in the West comes 
from Wisconsin Central, which objects to a number of 
signals in detail. The Columbus, Hocking Valley & Toledo 
puts in the second negative, out of a total of 74. Only the 
Cincinnati, New Orleans & Texas Pacific votes now out of 
20 Southern lines west of the rffountains. A little group made 
up of the Central of Georgia, the Georgia, and the South 
Carolina railroads are the only three negatives out of 32 
Southern votes east of the Alleghenies. The Central of 
Georgia ‘“‘ does not consider the bell-cord signals practi- 
cable for all classes of trains, "and as to whistle signals 
‘considers those used by us better.” It also raises objec- 
tions to the lantern signals. But in the main the spirit of 
concession and desire for action pervades the South and 
West and overrules individual preferences. 

In the presence of such substantial unanimity one can 
hardly help smiling to see the seven great little Boston lines 
rise up together and solemnly put in a negative or refuse to 
vote altogether. The Boston & Albany, the Lowell, the 
Fitchburg ard the Old Colony railroads put in a decided neg- 
ative in common with the New Haven & Hartford, the Wor- 
cester, Nashua & Rochester and the Providence, Warren & 
Bristol (14 miles). The Boston & Providence, the Eastern 
and the Boston & Maine putin no vote. The only Boston 
road voting in the affirmative is a modern intruder, the 
New, York & New England. 

If age and experience were counted in the vote the Boston 
lines would have a weightier influence, for all of them were 
old lines before any of the Western roads that are so ready 
to change had been born or even thought of. But the im- 
pressiveness of their conservatism is mainly lost if one 
remembers that until the Revere accident caused a change 
of heart, the same roads presented the same united front 
against the introduction of the Miller platform, the West- 
inghouse brake, the use of the telegraph and train orders 
and one or two other little matters which have met with 
favor elsewhere. Some similar experience might perhaps 
in time cause the inntroduction of uniform train signals. 

Crossing into New York, the Catskill Mountain line, 
operating 15 miles, cannot undertake to make any change 
in its system, and the New York, Susquehanna & Western, 
operating 147 miles, ‘‘ will adopt the hand and lamp sig- 
nals” (which are the one feature that several other lines 
especially object to), ‘‘but would not care to make other 
changes.” The Lehigh Valley, 332 miles, ‘* would be willing 
to make any necessary sacrifice, except where it thinks the 





change would be decidedly for the worse.” If a similar spirit 
of cordial concession could only be counted on everywhere, 
we might ‘‘expect a judgment in the Day of Judgement,” 
like little Miss Flight in ‘‘ Bleak House,” but hardly sooner, 
for there is hardly a possible signal not recommended which 
some do not express decided preference for, and hardly any 
possible signal which is recommended which some of those 
who are strongly opposed to other signals do not tacitly or 
explicitly approve of. Examination shows that every one 
of the leading signals recommended is in use on two at 
least of the lines which, nevertheless, reject the system as a 
whole. 

The above lines include the entire opposition except three 
very important lines, the New York Central, the Erie and 
the Philadelphia & Reading. The latter’s objections ‘‘ are 
founded chiefly on the advisability of preserving the 
integrity of the unit signal, whether given by bell, whistle 
or torpedo, the variations being otherwise but little,” the 
committee having broken in on this integrity by using two 
taps of the bell instead of one as a signal to stop, in order 
that the single tap might indicate “‘ train parted.” The Erie 
thinks that ‘‘their employés have been educated in the use of 
signals so entirely different that the proposed changes could 
not safely be made.” The Central “‘ does not fully accord,” 
and thinks the committee “ are introducing too many sig- 
vals.” The latter objection is made by several roads, and is 
founded upon a misapprehension which the committee has 
since explained unofficially through its Secretary. Assent 
to the signals was not to imply that all roads should agree 
to use all signals given in the code, whether the need for 
them was felt or not, but simply that such signals as were 
required and used should conform to the code. The replies 
show that some doubt has been felt on this subject. 


Turning from the statistics of the vote to the discussion on 
the merits, a large part of the objection to details comes from 
roads which vote *‘yes” as to accepting the will of the majority. 
Seventeen roads make objections to the hand and lamp sig_ 
nals, 14 of which object explicitly to the back-up signal (a 
circular motion of hand or lamp over the head), some of 
them preferring a vertical motion (recommended for “ go 
ahead ”’) and some a motion crosswise of the track (recom- 
mended for “‘ stop ”), but all of them disliking the circular 
motion for the reason that it is the slowest and most awk- 
ward movement of all to make and frequently repeat, and 
hence not suitable for a backing signal, because in backing 
the engineer is wholly dependent upon constant repetitions 
of the signal and upon the manuer in which it is given to 
guide him, and often needs to gauge his motions toa nicety 
by the signals. A swinging motion of the lamp over the 
head also is claimed to be not easily convertible into “‘ ease 
back ” by the manner of giving it. The point would seem 
to be a strong one, but the signal is pretty certainly more 
used than any one other, and if we are not mistaken, train- 
men who use it do, asa matter of fact, learn to adapt it to 
the ends required, making the motion from the wrist only 
when frequently repeating it in yard work. 

Thirteen lines object to two taps of the bell as a signal to 
stop, and propose one, for reasons most forcibly stated by 
Mr. Axtell, of the Richmond and Allegheny, as follows: 

1. Using two taps deprives the passenger of ability to 
signal the engineer in case of danger by derailment, fire, or 
otherwise. 

2. This is far more important than to preserve one tap as 
a signal that train has parted, which rarely occurs in pas- 
senger service. 

8. If it does occur, the automatic brakes prevent danger. 

4. If there are no automatic brakes, the single tap is 
given so soon after parting that a disastrous collision be- 
tween the separated coaches could not occur. 

5. The bell very commonly will not strika twice as it is, 
and the engineer does not wait for the second tap. 

6. The double tap came inte use on most roads now using 
it only to meet the necessities of a short-lived system of 
brakes, and should perish with it. 

The criticism would seem to be destructive and a change 
advisable. 

Nine lines do not think much of bell-cord signals any way ; 
an objection of no force in itself against adopting the 
code, 

The criticism made by all those (10) who say anything 
about the torpedo signals proposed (one for ‘ danger,” two 
for ‘‘vaution”),would also seem to be destructive. The ground 
given for the recommendation is ‘‘ that if one cap fails in a 
caution battery the signal becomes that of danger.” This 
secures the caution battery certainly, but it is plainly fer 
more important to insure giving a danger signal than a cau- 
tion signal, and if there be danger of ‘‘one cap failing” in a 
“caution battery” of two there is an equal danger of “‘ one 
cap failing” in a “danger battery” of one. In that case 
what becomes of the danger signal ? 

The oversight in this case is palpable, and the only safe 
course would seem to be that recommended in five or six of 
the responses, that there shall be but one torpedo signal, 
danger, and that one, two or a dozen torpedoes shall mean 
the same thing. Certainly this is the only safe course if it 
be in truth ‘‘a well-known fact,” as Mr. Carroll, of the Cin- 
cinnati, New Orleans & Texas Pacific declares, ‘‘that three 
to five out of every dozen so fail.” 

The proposed whistle signals are objected to by 25 lines, 8 
of which think there are too many of them. Several 
additional signals are proposed,’ including a fire-alarm, a 
call for ‘“‘halp,” and a notification that air-brakes will not 
release. The most serious and forcible objection raised by 
10 lines, including several of the first rank, is to the use of 
three separate signals of 3 blasts each, viz., 
, train parted; ° ° ° (slow) back up, and °° ° 
(faster calling attention to the signals. This same objection 














was also forcibly raised in the recent convention of the 
Association of Railroad Superintendents (see Railroad 
Gazette, April 25, 1884), and a change recommended. Two 
roads object on similar grounds to the similarity between 
, call in flagman, and °° ° °, call 
for signals. The Pennsylvania Company gives a recent 
instance where this similarity actually caused a collision, 
The same argument applies still more forcibly to the 
triplets. 

On color signals 33 roads advance suggestions, 16 of 
which want to use red instead of green to indicate an extra 
following with the same rights, and 7 (mostly the same 
roads) want to use red also for tail lights. The combined 
green and white for irregular trains is also objected to by 9 
1ines, and several, including the Erie and Pennsylvania, 
want no such signal at all; but the Erie objects to it be- 
cause ‘‘employés should always be expecting irregular 
trains,” and the Pennsylvania because ‘‘ we have not found 
it necessary to use on any of our lines a signal indicating a 
train following which is irregular.” These and other little 
differences make the effort to ‘‘ get the hang of the story’ 
somewhat confusing, and more changes are rung on green 
and red, and blue and yellow, and green and white than on 
any other kind of signals, the real truth being that, except 
the use of red for danger, it make but little difference what 
combinations are agreed on if they only are agreed on, and 
that hence the minor diversities are great. To hear 
two roads gravely advance that ‘‘ our experience leads us 
to say” that a red anda white tail-light ‘is superior in 
every respect to any other combination or single color” is 
somewhat amusing. Soalso is the response ‘‘ have never 
seen any necessity” for removing red tail-lights on a siding. 
‘*Tt would be inconvenient to change them from danger to 
safety.” The writer has repeatedly heard locomotive 
engineers declare, as any one must who has talked much 
with them familiarly, that running at full speed past what 
were supposed to be red tail-lights on a siding, is one of 
the most trying duties in running an express train. A 
simple and excellent device is in use on some leading lines 
by which the change from red to green is made without 
trouble in a moment. We shall shortly illustrate two others, 

After all, the remaining steps required to bring about 
substantial agreement are surprisingly few and simple, and 
the prospect for uniform train signals in the near future 
seems most hopeful. 

















April Earnings. 


————=s 


The Northern Pacific entirely fulfilled for the month of 
April the promise which the reports for the first two weeks 
indicated. Its earnings for the month were not only 
116 per cent. more than in April last year, but they 
were larger than in any other month in the history of 
the road. The earnings per mile were $576, against 
$391 last year. In previous years the earnings of this 
road have been much less in April than in following 
months. Last year the gain over April was 15 per 
cent. in May, 16 per cent. in June, and 28 per cent in July, 
etc. So great and continuous gain can hardly be expected 
this year, when the movement to the new placer mines 
made the April earnings extraordinarily large. This move- 
ment, however, did not stop after April by any means, and 
some increase over April earnings may be expected in the 
following months. But these were 60 per cent. more than 
the March earnings, and 178 per cent. more than the Febru- 
ary earnings. 

For the ten months of the fiscal year ending with April, 
the earnings have been $10,094,000, and it does not now, 
in the light of the April earnings, seem sanguine to expect 
the other two months to bring them up above $13,000,000, 
which did not seem possible at the end of February. 

The Canadian Pacific makes a very bad showing for 
April. In spite of an increase from 1,150 to 2,033 miles in 
road worked, its earnings decreased from $402,000 to $340,- 
000, and its earnings per mile from $350 to $167. There 
was also a decrease, but a much smaller one, in March, but 
in January and February there was a considerable increase 
in tctal earnings. For the four months there is an increase 
of but $29,200, and the earnings per mile for this time have 
been but $546 this year against $941 last year. Beyond all 
others this is a hibernating road; and probably there are large 
parts of it which have been worked scarcely atall this winter, 
Small as the earnings were in April, they were yet 221y per 
cent. more then than in March. This does not compare very 
well with the Northern Pacific’s gain of 60 per cent., but the 
Canadian Pacific takes longer to thaw out, and besides there 
is no rush to gold mines over it. 

The two principal railroads northwest of Chicago—the 
Northwestern and the Milwaukee & St. Paul—both reported 
much smaller earnings this year than last in the month of 
March, which, as we have explained before, was due to the 
fact that last year March earnings were extraordinarily 
large on these and most other Western roads. April was 
more nearly a normal month last year; the earnings were 
less than in March, aud nearly the same as this year, the 
Milwaukee & St. Paul losing $24,000 (1.3 per cent), and the 
Northwestern gaining $50,321 (2.9 per cent.), both having 
a considerable increase in mileage, so that the St. Paul’s 
earnings per mile are reduced from $442 to $409, and the 
Northwestern’s from $490 to $468. 

The St. Paul & Omaha, which is a newer system in the 
same general territory, has bad comparatively a larger in- 
crease in mileage, and in April a much larger iucrease in 
earnings. 

For the four months ending with April the Northwestern 
and the St. Paul have earned slightly less this year than 
last, and the Northwestern no more than in 1882, though it 
has 730 miles (23 per cent.) more road than then, and its 
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earnings per mile for these four months have fallen from 
$2,070 in 1882 to $1,821 in 1883, and $1,678 this year. 

The Louisville & Nashville reports the extraordinarily 
large gain of 1644 per cent. over last year in April, but last 
year April was an exceptionally unfavorable month for it, 
the average then being 17 per cent. less than in the March 
previous, and 11 per cent. less than in the May following, 
and less than in any other month of the year. The Richmond 
& Danville also shows a large increase (18}¢ er cent.) over 
last year. The Mobile & Ohio also makes the very large 
gain of 32 per cent., having lost slightly in the previous 
three months of this year. But it, too, had extraordinarily 
light earnings in April last year ; and though the earnings 
this year are larger than in any previous April, they are 
smaller than in March or January. 

Most of the other roads that have reported their April 
earnings so far show an increase—the Chicago & Alton 2.7 
per cent., the St.Paul & Duluth 9 per cent., the Milwaukee, 
Lake Shore & Western 201¢ per cent., the Central lowa 
(with 45 per cent. more road) 22 per cent. 








The Department of Agriculture has reported the area and 
condition of winter wheat April 1, showiug the area sown 
to be about 27,600,000 acres, which is nearly the same as 
was sown the year before, but 1,200,000 acres more than 
was harvested last year, when an exceptionally large amount 
was winter-killed and ploughed up in the spring. The De- 
partment reports .comparatively little winter-killed this 
year, probably not enough to make much change in the 
acreage, though in some places the damage could 
not be known in time for this report. It appeared 
that there were some fields in bad _ condition 
in Ohio, Illinois and Indiana, but the condition 
was unusually good in Kansas and on tbe Pacific 
coast. For the whole country the condition is given as 95, 
against 80 at the same time last year, 104 in 1882 and 85 
iv 1881. If no reduction is made for winter-killing this 
year, the acreage and condition together represented a pros- 
pect 24 per cent. better than last year, equivalent to about 
70 millionsof bushels more. In the chief winter wheat 
states the condition April 1 this year and last was as fol- 
lows, 100 representing ‘‘a full stand, unimpaired vitality, 
and medium growth ”: 


1884. 1883. 1884. 1883. 
Kentucky.... ...... -98 80 | Missouri... ... .... 9L 83 
Ole. sc; weccesendennt 88 BD OON osc asian senens 101 70 
Michigan.... ... ...94 93 | California.... ...... 101 62 
DROME cinsicae: Sacans 92 Te] CNOROM. ..5 2 0c8s ee 102 55 
i ere 82 80 





About two-thirds of the winter wheat acreage were in 
these states last year. None of them but Oregon grows 
much spring wheat. 

It should be noted that in spite of the low condition of 70 
reported for Kansas last year, the crop of that state was one 
of the best it ever had. 

The increase in acreage this year is quite general, but it is 
very large only in Illinois (26 per cent.), where a very 
large area was winter-killed last year, and in Kansas (10 
per cent.), California (7 per cent.) and Oregon (8 per cent.) 
The increase of these four states (991,000 acres) is five- 
sixths of the total increase, and the increase in Illinois alone 
is nearly one-half of it. , 

The Depurtment compares the acreage with that of the 
Census year (1879), and finds an increase of 2,000,000 acres, 
or 8 per cent., increase of population meanwhile having 
been 13 per cent. Of the 2,000,000 acres increase, 
1,500,000 were on the Pacific slope, while in the South 
there was an increase of 750,000 acres, so that there was 
some decrease in the North. Some of these changes are 
worth noticing, and we give below the present acreage of 
winter wheat compared with that harvested in 1879, as 
follows : 








1879. Inc. or Dec. P.c¢. 
Kentucky 1,160,108 I. 62.892 5.4 
2, er 2, 2,556,134 L. 135,866 5.3 
Michigan : 1,822,749 D. 18,384 1.0 
Indiana.. x 2,619,695 IL. 88,3u5 3.4 
Illinois... f 3,218,542 D. 427,542 13.3 
Missouri... J 2,074,394 I. 260,406 12.5 
Kansas........... .1,687,800 1,861,402 D. 173,602 9.4 
California.... ...... 2,989,600 1,882,429 I. 1,115,17] 60.6 
OPOBOR:.. F655 'n¥0 . 851,000 445,077 I. 405,923 91.0 


Many, doubtless, will be surprised to see that the acreage 
in Kansas as well as Illinois is less this year than in 1879, 
in spite of a large increase this year over last. The only 
part of the country where the winter wheat acreage is grow- 
ing is on the Pacific coast, but it has grown very fast in- 
deed there. 








‘The through and local shipments of flour, grain and pro- 
visions from Chicago for the week ending May 3, by the 
incomplete report to the Board of Trade, were 58,549 tons, 
against 36,371 tons in the corresponding week of last 
year, and 67,899 in the previous week of this year. 
The shipmevts last week (which is the first that lake 
navigation was open throughout) were made up of 9,524 
tons of flour, 42,464 of grain and 6,561 of provisions, and 
compared with the previous week there was a decrease of 
2,037 tons in flour, and of 8,778 tons of grain, but an 
increase of 1,465 tons of provisions, which latter are not 
taken by the vessels. 

The percentage of these through and local shipments 
carried by each route in each of the last two weeks has been: 


— Week to— -——Week to—-. 


-, 3. Apr. 26. May 3. Apr. 26. 
©. &Grand Tf .. 17.9 10.6 | Ft. Me ary bis «qe 17.9 13.2 
Mich. Central... 6.7 11.1 ., St. L. & Pitts. 9.6 9.8 
Lake Shore .... 15.1 12.4 | Balt. & Ohio.... 10.3 10.4 
Nicket Piate.... 10.0 10.6 | Chic. & Atlantic 12.5 21.9 


Last week the Chicago & Grand Trunk and the Fort 
Wayne led, and the Michigan Central took the rear of the 
procession, with the extremely small proportion of 6.7 per 
cent. The three newer roads carried 40.4 per cent. of the 





whole; the three Vanderbilt roads 31.8; the two Pennsyl- 
vania roads, 27.5. 

As it is grain chiefly that is taken by the vessels, the open- 
ing of navigation is likely to be felt most by the lines which 
carry most grain and least provisions. Thetwo Pennsylvania 
roads and the Grand Trunk are the cbief carriers of provisions 
fresh beef being included in the latter, in which the Grand 
Trunk has a large business to New England, which the other 
roads compete for only in the form of live stock, which 1s 
not reported here. Last week the two Pennsylvania roads 
and the Grand Trunk carried 73.7 per cent. of the provision 
shipments, but only 41.1 per cent. of the grain and 45 per 
cent. of the flour. 

The total through and local shipments from Chicago for 
six successive weeks have been, in tons: 

a en W eek ending .--——_—__—_______.. 
March 29, Apr.5. Apr.12. Apr. 19. Apr. 26. May 3. 

70,218 90,753 97,633 82,907 7,899 58,549 

Thus the shipments last week were 39,104 tons (40 per 
cent.) less than in the week to April 12, when shipments 
under the 15-cent rate culminated. The larger part of the 
lake fleet that wintered at Chicago and Milwaukee sailed 
near the close of last week, but a large fleet from Buffalo 
was due, sufficient to carry a large amount of grain. The 
rail shipments are still large for the season, but they appear 
small in comparison with what they were a few weeks ago. 








Lake rates have gone down \{ cent per bushel since the 
opening of navigation, to 2 cents for corn and 24 for wheat 
from Chicago, which are very unsatisfactory rates to the 
vessel-owners, and at these rates the shipments are not 
heavy. For carrying coal from Buffalo to Chicago 75 cents 
per ton is obtained. Charters for canal boats from Buffalo 
to New York have been made at 414 cents per bushel for 
wheat and 3%¢ for corn, which is very low for the opening. 
The canal is not open yet. 

Grain is taken by steamer from New York to Liverpool 
at 1d. per bushel, and ocean rates on other freights are very 
low. At the same time 24d. to 234d. is obtained on ship- 
ments to London, and 3d. to Glasgow. The cost of carryinga 
bushel of wheat by water from Chicago to Liverpool is now 
about 81¢ cents, exclusive of the transfers at Buffalo and 
New York. The lake and canal rate to New York, includ- 
ing the Buffalo transfer, is about 714 cents a bushel for 
wheat, against 9 cents by rail. Ordinarily more than this 
difference is required to secure the grain to the water route ; 
but at present the demand is so light that the slower trans- 
portation is an advantage rather than a disadvantage, as it 
gives longer storage. 








The marketing of cotton for the eight months of the crop 
year from Sept. 1 to May 1 is reported as follows by the 
Commercial and Financial Chronicle, in bales : 

18&3-84. 1882-83. 1881-82. 
Pn <5 55560 anges, ee 6,505,051 5,077,865 

Last year at this time all but one-fourteenth of the crop 
had been marketed ; andif this is the case this year also, 
the total crop will be 5,942,000 bales, which is very near 
the estimate of the Department of Agriculture. The amount 
already marketed is larger than some estimates made it. 

What remains to be marketed is tuo little to have much 
effect on the railroads, though it may have a considerable 
effect on prices. The movement, which was more than 
1,300,000 bales in October and November, and 3,908,000 
bales in the last three months of 1883, was but 107,153 tons 
in April, and will probably be less rather than more during 
the remainder of the crop year—about 25,000 tons a month, 
divided among a great number of carriers. 

While there bas been a decrease in the seaboard receipts 
almost everywhere this year, the decrease has been especi- 
ally large at some places, Galveston suffering especially. It 
received 199,418 bales (25 per cent.) less than last year, 
while the decrease was 51, per cent. at New Orleans, 18 per 
cent. at Savannah, 26 per cent. at Charleston, and 24 per 
cent. at Norfolk. The numbers of bales received at the Gulf 
ports, the South Atlantic ports (Norfolk and West Point and 
further south), and the North Atlantic ports have been : 











Ports: 1883-84. 1882-83. Decrease. E. ©: 
Ferrer Ot 2,684.129 344,747 12.8 
South Atlantic... 2,020,583 2,506,682 486.099 19.4 
North Aulantic.. 346,908 439,378 92,470 21.0 

We icssicecdss 4,706,873 5,630,189 923,316 16.4 


Although the drought which reduced the crops was espe- 
cially severe in the Gulf States, we see that the falling off was 
much less at Gulf ports than at South Atlantic ports. It is 
especially notable that the receipts fell off comparatively 
little at New Orleans—only 514 per cent. This may be be- 
cause of larger shipments from Texas to that city by its two 
railroad connections, one of which is new. The railroads 
that carry to Norfolk, Savannah, etc., compete at Missis- 
sippi points ard at many places east of the Mississippi with 
the routes to New Orleans, and this year less effectively than 
last, it would appear, though their number is increased by 
the opening of the Chesapeake & Ohio to Memphis. The 
latter road in the midst of the general decrease shows a 
slight increase, and the deliveries at West Point, which 
were 3.7 per cent. of the whole last year, this year rose to 
4.7 per cent. 

What is called the ‘‘ overland” movement--those shipments 
which cross the Ohio or the Mississippi on their way to the 
North and East, made up 18.2 per cent. of the whole this 
year, against 17.3 last year and 20.5 in 1882. While there 
is a total decrease from last year of 124,865 bales, at St. 
Louis the decrease is 100,356 bales (26 per cent.) and at cross- 
ings above St. Louis the decrease is 32,009 bales. These 
shipments must come chiefly from Arkansas and Texas, and 
in connection with the exceptionally large decrease at 
Texas ports (207,348 bales = 35 per cent.), it indicates that 





the cotton crop was especially light in these states, or that 
New Orleans was more successful than formerly in get- 
ting their cotton, or both. 








Immigration in March, which is the month when the sea- 
son’s immigration fairly begins, was nearly the same this 
year as last, but 40 per cent less than in 1882. And for the 
three months ending with March the arrivals were 66,474 
this year, against 68,735 last year, 111,970 in 1882, and 
80,356 in 1881, Thus this year they were nearly the same 
as last, 40 per cent. less than in 1882, and 17 per cent. less 
than in 1881. The heavy immigration is usually in the 
second quarter of the year. ‘The arrivals in the first and 
second quarters have been: 


: 1881 1882 1883 1884 
First quarter........ 80,356 111,970 68,735 66,474 
Second quarter.... ..308,155 329,095 | ry iy 


For three years past the arrivals have been between 
three and four times as great in the second as in the first 
quarter. In yiew of the demand for labor, we should ex- 
pect a decided decrease in the arrivals this year, but this 
is not indicated by the arrivals of the first quarter. 








American palace cars do not please the London Saturday 
Review, which thinks that although the Pullman car may 
be “if not a perfect, at least fairly suitable” vehicle for 
Americans, yet it is ‘an intolerable one for Englishmen.” 
It admits that there is little jolting motion, and that “‘ one 
can even write with comfort,” but complains that the cars 
‘actually roll from side to side ” and produce a “ feeling of 
nausea.” So sensitive a stomach is a great misfortune. 
One good and true point is made against the Pullman cars, 
however—that their seats are not comfortable in the day. 
time. Any one who has tried them both must admit that 
a well-built English first-class car bas very materially more 
comfortable seats, and the same may be said even of the 
best designs of American day-coaches. Mr. Pullman has 
sbown so much enterprise and liberality in building the 
best possible cars, and keeping them up to a high standard, 
as to make one chary of asserting that any given 
improvement can be made; but it would seem as if 
the difficulty of designing a better seat were not insu- 
perable, and certainly it would seem to be _ the 
direction in which improvement was most desirable, 
if not, indeed, the only one in which a material ad- 
dition can be made to comfort. This much, however, muy 
be safely said in favor of the Pullman seats—that they are 
more comfortable than those in many of the amateur ¢ fforts 
at building ‘‘ parlor cars,” the seatsin which one might 
almost say are uniformly bad, differing only in degree. The 
prevailing defect of them all is the same asin the Pullman, 
but in greater degree; that one can only imagine oneself to 
be comfortable when sitting bolt upright. The Old Colony 
road has one very handsome car which is the worst offender 
in this way we have ever happened to encounter. The next 
worst are some ‘ parlor cars” on the New York, Pennsylva- 
nia & Ohio, and the next worst are—a considerable list 
which we forbear to give. 

Some cars just finished for the Woodruff Sleeping Car 
Company by the Harlan & Hollingsworth Company area 
decided improvement over the Pullman in the way of seats, 
they being a trifle wider, much flatter, a little lower, and 
thus far better suited to the human anatomy. 








The introduction of steel ties must have been silently going 
on with great rapidity if we may judge from a paragraph 
in Jron, which says in a review of “‘ the Manufacture of Steel 
in America,” that ‘* Steel has also been employed for the 
manufacture of sleepers. It is calculated that about 
600,000,000 steel sleepers afe laid down on the roads of the 
United States, each one containing from 60 Ibs. to 80 Ibs. of 
stee).” 

Considering that there is less than two-thirds of this 
number of wooden ties in use, the ‘‘ recent publication” from 
which the information is said tu be derived must certainly 
have suffered a ‘“ sea-change into something rich and 
strange” while crossing the Atlantic, The day may come 
when there will be millions of steel ties in America, but at 
present we do not know of one, 








The problem in location, published in our issue of April 
18, bas called out a large number of answers, the publica- 
tion of any of which has been postponed for another week, 
in order to make a selection. 





Record of New Railroad Construction. 





This number of the Railroad Gazette contains informa- 
tion of the laying of track on new railroads as follows : 

Atchison, Topeka & Santa Fé.—The Emporia Branch of 
this company’s Southern Kansas system is completed from 
Lawrence Junction, Kan., west by south to Emporia Junc- 
tion, 54 miles. 

Chicago, Burlington & Quincy.—A branch has been com- 
pleted from Delbitt, Neb., westward to Castor, 25 miles. 

Denver & Rio Grande.—The Coal Branch is extended 
from Coal Mine, Utah, south to Mud Creek, 2 miles. 
Gauge, 3 ft. 

Northern Pacific.—Extensions of the Jamestown & North- 
ern Branch have been completed from Carrington, Dak., 
north to Sykeston, 13 miles, and from Carrington west to 
Rockford, 17 miles. 

Oregon & California,—Extended from Central Point, 
Or., southward to Ashland, 15 miles. 

Pennsylvania.—Track is laid on the Pennsylvania Schuy!- 
kill Valley Branch from Pheenixville, Pa., northwest to 
Pottstown, 11 miles. 

San Francisco & North Pacific.—Extended southward to 
Tiburon, Cal., 7 niles. 
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Tionesta Valley.—Extended from Brookston, Pa., south 
to Sheffield Junction, 6 miles. Gauge, 3 ft. 

Williamsport & North Branch.—Extended from Hughs- 
ville, Pa., north to Picture Rocks, 3 miles. 

This is a total of 153 miles of new railroad, making 754 
miles reported to date for the current year. The total track 
reported laid to the corresponding date for 12 years past, 
is as follows : 


iles. Miles. 
WDséadt as. sepcatcoviaharue I pce casucéscctobacsccces 312 
AS "sl Kacacasnseseee CREM sa. s50sancumiesasees 354 
1882 cy eee 455 
Pbtik ss ca natGes xxeneiatawee RM res Sai ddnssanedcds. 2000 229 
SE sis skicwoetrepiccnake 1, a inccckbthaeboconmasinn 423 
TR ee ns 2a coeaindaapenninew 738 





These statements include main track only, no account 
being taken of second tracks or other additional tracks or 
sidings. 











Locomotive Notes at Altoona. 





Several general modifications in details of design have 
been made lately in the various classes of locomotives in 
use on the Pennsylvania Railroad. The sand is now placed 
in suitably formed wheel-covers instead of in a sand-box on 
the top of the boiler. As the sand is not kept warm by the 
radiation of heat from the boiler iv its new position, some 
trouble has been experienced from the condensation of 
moisture on the sides and bottom of the box, tending to 
wet the sand, and cause it to forma hard, solid mass, in- 
capable of running through the sand-vaives aud pipes. This 
has been attributed to the unequal cooling of the hot sand 
when put into the box, and it is proposed to ventilate the 
upper part of the box in such a manner that heat and 
moisture can escape, though rain and wet can find no ad- 
mittance. 

Pumps are virtually abandoned, and from the favorable 
results recently obtained with the exhaust injector on sta- 
tionary engines it seems probable that it will ultimately be 
largely used on locomotives, The back pressure is actually 
diminished when the exhaust pipe is arranged to lead di- 
rectly to the injector, and the surplus waste steam is led 
away by a branch pipe. In either case the back pressure is 
very small, while the amount of heat returned to the boiler 
in the exhaust steam is, of course, considerable. 

Two sling stays are now used for every crown-bar, 
instead of, as formerly, for every alternate bar. The sling 
stays are proportioned to give a factor of safety of three, 
should the whole steam pressure on the top of the box come 
on thestays. This is of course unlikely, as, owing to the 
expansion of the box, much of the downward pressure must 
be taken by the sides of the fire-box. 

The whistle has been placed on the dome instead of on 
the cab. The steam connection is thus shorter and is not so 
much affected by the vibration of the engine, and is there- 
fore not so liable to fracture. 

The Pennsylvania Railroad is making some modifications 
in the signal lamps carried by its locomotives. Two 
Fresnel lenses, one green and one white, are mounted dia- 
metrically opposite one another ina ring which surrounds 
the lamp proper. This ring can be revolved whena spring- 
catch (holding it in position) is withdrawn. Two plain 
glasses, one colored and the other white, are mounted in the 
ring at right angles to the lenses, and consequently when 
one lens is showing ahead the plain glass of the correspond- 
ing color can be seen from the side of the track, while a 
small glass disk about 3¢ in. in diameter is pointed toward 
the cab, and shows the engineer or fireman whether the 
lampis burning or not. Plain glass is considered preferable to 
a lens in the side of the lamp, where the light should be rather 
diffused than concentrated, as it is not necessary that it 
should be visible at a great distance in that direction. The 
bottom of the lamp containing the burner can be entirely 
detached for trimming or lighting without disturbing the 
rest of thelamp. The whole lamp rests in a tapered V 
socket secured to the smoke-box front. The lamp has a 
thiu wick and ample ventilation in order to burn carbon oil, 
instead of the signal oil generally used. 

The numerous working joints render this lamp somewhat 
difficult to make, as the joints should at the same time 
work freely and be nearly air-tight. The lamps bitherto 
made on this plan are doing well and solve several prob- 
lems; burning a cheap mineral oil, easily detached from the 
engine, showing a light at the side and back as well as at 
the front, while the color of the lights can be readily 
changed without removing the lamp. This improved form 
of lamp is still in an experimental stage, but it has hitherto 
been so successful that it will probably be ultimately 
adopted as the standard signal lamp for locomotives on the 
Pennsylvania system. 

Several new classes of engines have been lately intro- 
duced upon the Pennsylvania Railroad. Among them is a 
large anthracite-burning passenger engine, Class P. This 
engine is intended for fast passenger trains on the New 
York Division, the driving-wheels are 10 in. smaller than 
those of the Class K, which is used for similar service and 
was illustrated in the Railroad Gazette for Oct. 28, Nov. 
11 and 18, 1881. f 

These engines are fitted with steam reversing gear, which 
is certainly a safeguard on a fast engine, as the engineman 
can reverse instantly. Steam reversing gear is very con- 
venient, and saves some exertion of physical energy, but it 
should be kept in good order to give satisfactory results. If 
allowed to become leaky, it is apt gradually to shift its 
position, and alter the working notch of the engine. 

The principal dimensions of these engines are as follows : 


Diameter drivers...  . ....cce-cccccccceccers sees soccdovesees 
TIT cts occ scpessrepeee sate 
TTAChiVe POWE.... 22... 2c. ccecceeeccee conecees teettiees 


The total weight of the engine in working order is 100,600 


4,| deed, you state in your comment on page 316, 





Ibs., which is very equally distributed between the truck 
and each pair of drivers. As the truck wheels are only 28 
in. in diameter the journals require plenty of bearing sur- 
face to enable them to keep cool under this load and are 
consequently no less than 11 in. long. 

The diameter of the boiler barrel and width of the wagon- 
top has been increased on most of the Pennsylvania engines, 
and in this case the minimum outside diameter of the barrel 


; | is no less than 54 in. The additional steam room and heating 


surface have been found beneficial in reducing the consump- 
tion of fuel, the larger cubic contents of the fire-box doubt- 
less permitting a more complete admixture of the gases and 
therefore more perfect combustion. The area of the grate 
has not been increased, but the frame has been bent down 
to admit the front end of the fire-box being made 5 in. 
deeper, the fire-box being wholly above the frame. The 
steam ports are no less than 1714 in. long by 1 in. wide, 
Allen-Richardson valves being used. As the engine is re- 
quired to attain high speeds, and be at the same time capable 
of getting away quickly with a heavy train, itis most es- 
sential that the loss of pressure from wire-drawing should 
be as small as possible. This loss may be reduced either by the 
adoption of large driving wheels or ample port openings. The 
former expedient is that generally adopted in England, and 
to a less extent in France and Germany ; but the small 
number of level crossings and draw-bridges, etc., in those 
countries, permit a speed once obtained to be steadily kept 
up, without the frequent slackenings of speed necessary 
here. It is obvious that for a steady speed, the large-wheel 
engine is very suitable, but great cylinder power is absolutely 
requisite constantly to get a train into rapid motion again 
after the greater part of its momentum has been destroyed 
by the brakes in slackening speed. The combination of large 
port openings and comparatively small wheels gives an engine 
which can exert the necessary amount of tractive force either 
in running at high speed, or in getting away from a station. 

It also has the advantage of permitting the use of 
a larger boiler, as with wheels of 78 in. or greater 
diameter it is difficult to get even a 51 in. boiler 
barrel between the wheels. The smaller wheels, too, weigh 
less than the larger, and less strain is thrown on the axles 
when running round a curve, or through frogs and switches. 
As the weight of the wheels is without springs, it seems fair 
to suppose that it is more damaging to the permanent way 
than the weigit borne by the springs. These engines are 
now running similar trains to Class K, and the results of an 
extended practical comparative test will be looked forward 
to with great interest. The Class N engines are similar to 
the well-known Class A engines, the boiler barrel and 
wagon-top having been enlarged, the minimum outside 
diameter of the latter being 54 in. The cylinders are 17 by 
24 in., and the drivers measure 62 in. diameter on tread. 
The class O engines are similar, except that the cylinders 
are 18 in. diameter, instead of 17, and are intended for pas- 
senger service on mountain grades. 

Class M is a very heavy and powerful shifting engine 
which is used where the bridges can safely bear such a 
great weight, 87,500 lbs., concentrated on a short wheel- 
base of 10 ft. 8in. The engine has six coupled wheels, 50 
in. diameter on tread, 19x24 in. cylinders, and extended 
smoke-box. The sand-box is placed on the boiler barrel, 
and inclined pipes lead the sand either to the front of the 
front driver, or behind the hind driver. The centre drivers 
have plain tires 614 in. wide. An ordinary shifting engine 
tender is used, carrying a head lamp on the tank, the back 
of which slopes downward in order to give the engineman 
a better view. 

Class I, the well-known Consolidation, retains its place as 
the main-line freight engine, but some modifications in 
details of its design are in contemplation. The iron axles, 
634 in., hitherto used, will be replaced by steel axles, 7 in. 
diameter, the axle boxes being correspondingly enlarged, 
and the space between the pedestal jaws increased. 








Gontributions. 





fhe New York Railroad Commission Report on the 
Fall of the Southern Central Bridge. 
State of New York Board of Railroad Commissioners, 
ALBANY, April 28, 1884. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

I beg to take exception to your comments upon the re- 
port of the Railroad Commission upon the Southern Cen- 
tral Bridge downfall, in your issue of April 25, in the fol- 
lowing particulars : 

1. You state that ‘‘ The most serious mathematical error 
is in the strain on rod 4, which the report wrongly com- 
putes at 13,100 Ibs. per square inch, whereas it is, in fact, 
ovly 11,430 Ibs. 

You do not point out the fallacy in the reasoning of the 
report, although the equation for the strain is given in full, 
and the assumption from which the result is reached. Jn- 
** Correct 
strain 62,912 lbs.—EprTor.” 

These are precisely the figures found by the report. 
mistake is probably in composition.* 


The 





*The mistake was in composition. In the original copy the sent- 
ence read, *‘Cor: 850lbs.’ Another tv, error 
also occurred in the loads given r wheel in the or ge where 
7.5, 4.5, 3.0 and 4.25 should 7,500, 4,500, 3,C00 and 4.250; but 
this was probably sufficiently plain. In reference to what follows 
in the letter we may say that we showed the loads in our sketch 

recisely the same on each wheel as the Commissioners gave 
em in words, and therefore slightly changed the wording to 
-| Sosttion whi and that the strains were of course computed in the 
position which caused most strain on e1ch member and not in the 
position shown in h, w is stated to be merely 
that at the instant the bridge gave way.—EpiTor RatLroap Ga- 
ZETTE. 


2. You state on page 316, as if quoting the words of the 
report, ‘The loads were distributed as shown in outline 
sketch.” These words are not used in the report, and the 
calculation of the strain on rods No. 4 were not made with 
the load in that position. Your placing it where you do 
gives erroneous data to one making a critical examination 
of the subject. The report states “the maximum strain 
would occur just before the centre driver reached the panel 
point” (i. e., where rods No. 4 intersect the lower chord) and 
is computed upon this assumption. You do not show either 
the fallacy of the assumption or calculation. 

It is true that the report states that the bridge gave way 
just as the ‘‘ pilot of the engine was passing on to the pier.” 

In this position of the engine the strain on No. 4 would 
have been greatly reduced from its maximum, but it does 
not alter the fact that the maximum would have been as 
shown in the report. 

It is quite possible, however, that the engiue had not got 
so far as that when the bridge first began to give way. The 
evidence is not at all conclusive on this point, as might be in- 
ferred from the discussion in the subsequent part of the re- 
port. 

There were two rods in No. 4 diagonal. It is quite possi- 
ble that the first one broke, then the other, giving the engine 
time to pass over a considerable distance on the other two 
panels. 

A bridge does not go down instantaneously. A perceptible 
interval elapses between the rupture of the first member 
and the final downfall. 

In the case of the Fort Edward bridge (on the Glens Falls 
Branch) the engine and tender reached in safety the south 
abutment before the bridge went down, although it was 
conclusively shown that the weight of the engine broke the 
bridge. 

8. With regard to your criticism on the language of the 
report with reference to the splices of the lower chord, it 
may he answered that it was practically impossible to ex- 
amine them, as there were 22 ft. of water in the river. 
Part of the chords floated away, others were broken to 
pieces getting them out of the wreck. The construction of 
the splice was correct, and there was sufficient material. 

4. In your criticism of the report where itassumes, in dis- 
cussing the subject of expansion and proper adjustment, 
that the removal or slackness of one of the subsidiary sus- 
penders would double the strain in the adjacent one, whereas 
you state it would increase its strains about 12 per cent., I 
differ with you. 

These suspension rods are but 9.25 ft. apart; the engine 
wheel-base covers 21 ft. 8 in. 

If No. 3 should give way, while No. 2 would not strictly 
do double work, it would nearly do so. That the maximum 
additional strain would be but 12 per cent., a cursory inspec- 
tion of the diagram disproves. The words double and triple 
were rather used in their general sense to indicate that re- 
maining rods were forced to bear, in addition to their origi- 
nal strains, those of one or more that were loose or broken. 

5. You state that the report also says: ‘lf rod No, 4was 
so loose as not to do its work, and the strain thereon was 
transmitted to rod No. 3, it would unquestionably have 
ruptured it. Very likely; but did not the investigator know 
that rod No. 4 could not be loosened without dropping the 
bridge into the river?” You have apparently overlooked 
the fact that there were two rods in No. 4, one of which 
might dave been loose while the other held the static load, 
but would not bave been sufficient for the moving load also. 
I am of the opinion, moreover, that the bridge would have 
maintained its static equilibrium even if rods 4 had been 


entirely removed. The strain at foot of post D, se WwW, 


would bave been transferred by the rigid chord to rod 3. 

10 1 

7 w— é W) sec « 

= 22,386 Ibs., with a cross section of 1.76 square inches. 
6th. Your last criticism with reference to the censure of 

the Commission on the company’s using the old iron, remains 

to be considered. 

The report states “‘ no evidence as to that fact (a hidden 
defect in the iron) bas been adduced. A piece of one of the 
rois exhibited to the Board showed a good fibrous structure, 
and that fracture had only taken place when bent consider- 
ably more than 90° on a curve whose radius was but little 
more than the thickness of the bar. On the other band, the 
iron in the old bridge had been used, and it is quite possible 
that some of it had been strained beyond its elastic limits 
and its strength impaired.” 

A statement of the recommendation criticised seems a 
sufficient answer to the criticism. There is nothing from 
whicb to infer that the Board condemns iron which has been 
used twelve years simply because of its use ; but the Board 
does condemn the use of iron which has been strained twelve 
years, or at all, beyond its elastic limits ; and itis quite pos- 
sible that such had been the case with the iron in question. 

[It did not seem necessary to give all the computa- 
tions in detail, but in reference to the strain upon No. 
4 rod, the Commissioners appear to have added the 
whole engine weight to that of the load, instead of 
using the excess of the engine weight over the average 
load. 

Our strains were obtained by moving the stated 
train into the position to give the maximum at each 
point, and then computing the load due to the actual 
wheel loads. The maximum strain on No. 4 occurs 
when the first driver (and not the centre driver) 
stands over the panel points. As shown in last 


Rod 3 would have had to bear (44 W + 





week’s issue, the strain on No, 2 suspender, 
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from the concentrated engine loads, would be 
13,867 lbs. With either suspender 1 or 3 re- 
moved, the same method of determination, from 
the concentrated engine levels, would give the strain 
on No. 2 equal to 19,367 Ibs., or 40 per cent. increase 
(instead of 12 per cent. as we misstated last week). 
With both 1 and 3 removed, the load on No. 2 would 
be 24,850 lbs., or not quite double, as we stated. That 
there were two rods to No. 4 does not make a vast 
difference in its effect on the language of the report, 
since the removal of one would no more “ throw the 
strain on No. 8” than the removal (or slacking) of 
both. In the first place, the additional strain would 
be thrown upon the other, which was not considered 
in the report. In the second case, the removal of 
both, the strain would not go to No. 3, but would let 
the bridge into the river by breaking the lower chord, 
which also was not considered in the report. 

We must also repeat that if the Commission did not 
intend to condemn the use of iron after twelve years’ 
use, it should not say so. We believed and suggested 
at the time that it was nothing more than a maladroit 
and careless wording, t.ut the ‘‘ conclusions” expressly 
censure the company, not for putting up and keeping 
in use iron which had been overstrained from the 
beginning, but for ‘‘using old iron in re-building the 
bridge,” which is the one thing which was perfectly 
regular and proper todo. The company’s negligence 
came in before and since; but to have thrown away 
the old iron merely because it was ‘‘ quite possible” it 
had been overstrained would have been absurd.— 
EpITOR RAILROAD GAZETTE. ] 


@®eneral MR 
MEETINGS AND ANNOUNCEMENTS. 


Meetings. 


Meetings will be held as follows : 

Atlantic & Pacific, annual metiug, at the office in Boston, 
May 15, at noon. 

Boston & New York Air Line, annual meeting, in Mid- 
dietown, Conn., June 8. 

Canada Southern, annual meeting,‘in St. Thomas, Ont., 
June 4. Transfer books close May 3. 

Canadian Pacific, annual meeting, in Montreal, May 14. 
Transfer books close May 6. 

Chicago, Milwaukee & St. Paul, annual meeting, at the 
office in Milwaukee, Wis., June.5, at noon. Transfer books 
close May 17. 

Chicago & Northwestern, annual meeting, at the office in 
Chicago, at 1 p. m., on June 5. A special meeting is also 
called for June 26. 

Delaware & Hudson Canal Co., annual meeting, at the 
office in New York, May 13, at noon. 

Milwaukee, Lake Shore & Western, annual meeting, in 
Milwaukee, Wis., June 11. 

— Railway & Navigation Co., annual meeting, at 
the office in Portland, Oregon, June 16. Transfer books 
close May 16. 

St. Louis, Alton & Terre Haute, annual meeting, at the 
office in St. Lonis, June 2, at 2:30 p.m. Stock transfer 
books close April 25; registry of voting bondholders May 3. 


Dividends. 


Dividends have been declared as follows: 

Catawissa (leased to Philadelphia & Reading), 3'¢ per 
cent., semi-annual, on the preferred stock, payable May 16. 

Central, of New Jersey (leased to Philadelphia & lRead- 
ing), 144 per cent., quarterly, payable June 2. Transfer 
books close May 12. 

Chicago & Alton, 2 per cent., quarterly, payable June 2 to 
stockholders of record on May 10. This company’s divi- 
dends bave heretofore been paid half yearly. 

Cleveland & Pittsburgh (leased to Pennsylvania Com- 
yany), 184 percent., quarterly, payable June 1. Transfer 
ooks close May 10. 

Pennsylvania, 4 per cent., semi-annual, payable May 29. 

Stockholders have the option of taking one-half the dividend 
in new stock at par, this privilege to expire July 31. 


ilroad “Mews. 





Railroad and Technical Conventions. 


Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

Western Association of General Passenger & Ticket 
Agents, regular meeting, at the Galt House, in Louisville, 
Ky., on Wednesday, May 14. 

American Society of Mechanical Engineers, Spring meet- 
ing, in Pittsburgh, Pa., on Tuesday, May 20. 

Railway Car Accountants’ Association, annual conven- 
tion, in Richmond, Va., on Tuesday. May 20. Western 
members are requested to meet in Ashland, Ky., May 18- 
Southern members in Atlanta, Ga., May 17, and Eastern 
members in Washington, May 19, to proceed to Richmond 
together. 

New England Railroad Club, regular monthly meeting, 
at the rooms of the club in Boston on Wednesday, May BS 

Passenger Conductors’ Life Insurance Co. of the United 
States, annual mecting, at the Girard House in Philadelphia, 
on Wednesday, May 21. 

_ American Institute of Mining Engineers, spring meeting, 
in Chicago, beginning on Tuesday, May 27. 

American Society of Civil Engineers, annual convention 
in Buffalo, N. Y., inning on Tuesday, June 10. Fulf 
arrangements are announced elsewhere, 

Master Car-Builders’ Association. annual convention, in 
Saratoga, N. Y.. beginning on Tuesday, June 10. 

Yard-Masters’ Mutual Benefit Association, annual con- 
vention, in Atlanta, Ga., on Wednesday, June 11. 

Master Mechanics’ Association, annual convention, in 
Long Branch, N. J., beginning on Tuesday, June 17. 

Railway Telegraph Superintendents’ Association, annual 
convention, in ton, on Tuesday, June 17. 

General Baggage Agents’ Association, semi-annual meet- 
ing, in Boston, on Wednesday, July 16. 

Master Car-Painters’ Association, annual convention, in 
Boston, on Wednesday, Sept. 3. 

Road-Masters’ Association of America, annual conven- 
tion, in Indianapolis, Ind., on Wednesday, Sept. 10. 

Association of American Railroad Superintendents, 
semi-annual meeting, in Boston, on Tuesday, Sept. 16. 

National Association of General Passenger and Ticket 





Agents, semi-annual convention, in Boston, on Tuesday, 
Sept. 16. 

General Time Convention, fall meeting, at the Continental 
Hotel, Philadelphia, on Thursday, Oct. 9. ; 

Southern Time Convention, fall meeting, at No. 46 Bond 
street, New York, on Wednesday, Oct. 15. 

American Street Railway Association, annual convention, 
in New York, on Wednesday, Oct. 15. 

American Society of Civil Engineers. 
A circular from the Secretary, Mr. John Bogart, announces 
the arrangements for the annual convention at Buffalo as 
follows : 

‘** The annual convention of this Society for the year 1884 
will be held at Buffalo, N. Y., beginning June 10, 1884. 
Sessions for professional discussion and one for the transac- 
tion of business will be held. 

‘‘ The arrangements are in charge of a committee of gentle- 
men residing at Buffalo, in consultation with the members 
of the Society at that city, and with the board of direction. 

“The meetings of the convention will be held at the hall 
of the Young Men’s Christian Association, at the corner of 
Pearl and Mohawk streets. 

‘The first meeting will be on Tuesday morning, June 10, 
at 10 a.m 

**On the evening of the sameday there will be a public 
meeting, at which the conventiou will be welcomed to Buf- 
falo by the Mayor of the city, the President of the Common 
Council, and the President of the Merchants’ Exchange. The 
President of the Society, D. J. Whittemore, Esq., will reply, 
and will deliver the annual address. 

‘* Meetings will be held on the days following, and it is ex- 
pected tbat the exercises of the convention will close on Fri- 
day evening, June 13. 

“Arrangements are in progress for visits to points of 
interest in and near the city. There will also be one day 
spent at Niagara Falls. Social receptions also will occur. 

“* Arrangements have been made by tke committee for 
the accommodation of the visitors to the convention and 
their families at the Genessee House, the Tifft House, and 
the Manson House. 

“It will probably not be possible to accommodate all the 
visitors at any one of these hotels, but they are all within 
a short walk of the place of meeting. 

“The headquarters of the Society will be at the Hall of 
the Young Men’s Christian Association. 

“As will be seen by the accompanying letter from E. L. 
Corthell, Esq., M. Am. Soc. C. E., Chief Engineer New 
York, West Shore & Buffalo Railway, the members of the 
Society who can make it convenient to do so, are invited to 
go to and from the convention in a special train over that 
road. It will leave New York at an early hour on Monday. 
—_ 9, and arrive in Buffalo early in the evening of that 

ay. 

“Arrangements for the transportation of visitors to the 
convention from other points will be made as far as _ practi- 
cable, and will be announced to those who reply by the 
inclosed blank. 

**Members of the Society are invited to transmit to the 
Secretary papers that they are willing to present at this 
convention, in order that a place may be given them in the 
programme. 

‘* The families of members are invited to accompany them 
to the convention. 

** Herewith find a blank form to be filled out and returned 
to the Secretary. 

“In order that special arrangements may be perfected 
for the transportation and accommodation of all, it is really 
necessary that the information covered by the replies to this 
blank be received as soon as possible,and the committee 
earnestly request the return of this blank to the Secretary, 
filled out as suggested, at your earliest convenience. 

**The probability seems to be that this convention will 
have a very large attendance from all parts of the country.” 

Chief Engineer Corthell’s letter extends an invitation to 
all members of the Society and their families to join in the 
excursion over the West Shore road. The ferry-boat will 
leave from the Erie ferry-house, foot of Twenty-third street, 
New York, at 8 a. m., the special train leaving Weehawken 
at 8:30 a. m. on June 9, and arriving at Buffalo early in the 
evening. Returning, it willleave Buffalo Saturday morn- 
ing, June 14, reaching New York in the evening. Members 
are requested to reply to the letter at as early a date as 
possible, in order that the company may know how many 
guests to provide for, and may make suitable arrange 
ments. 

The Secretary particularly requests that papers to be 
presented tothe convention be sent to him not later than 
June 1, so that proper attention may be given to the sub- 
jects presented. 


ELECTIONS AND APPOINTMENTS. 





Allegheny Valley.—Tthe Court of Common Pleas at Greens- 
burg, Pa., on May 2 appointed John Scott and W. H. Barnes 
Receivers of this road. 

The receivers have made the following appointments, all 
of old officers of the conspany: David McCargo, General 
Superintendent; Theodore F. Brown, Auditor; Thomas R. 
Robinson, Treasurer; E. H. Utley, General Freight and 
Ticket Agent. 


Atchison, Topeka & Santa Fe.—Mr. Jas. Hagerman has 
been appointed General Attorney of this road by General 
Counsel McCrary. Mr. A. A. Hurd still retains the position 
of Solicitor of this road for Kansas. 


Birmingham & Tennessee River.—On April 3 the follow- 
ing directors were elected: Jere Baxter, Nathaniel Baxter, 
Napoleon Hill, Hugh T. Inman, Samuel Thomas, Calvin 
S. Brice, Samuel Shethar, H. L. Terrell and H. V. Mc- 
Cracken. 


Buffalo, New York & Philadelphia.—Under a reorgani- 
zation of the staff of this company the following appoint- 
ments are announced : General Manager, Oliver Watson; 
General Freight Agent, E. . Johnson; General Passenger 
Agent, W. 8S. Baldwin; Auditor, William L. Doyle. They 
are all reappointments. The River and the Pittsburgh div- 
isions are united, with E. L, Mitler as Superintendent. 


Burlington, Cedar Rapids & Northern.—Mr. C. 8. Rus 
sell has been apvointed Car Accountant of this road in place 
of Frank L. Misner, resigned. 


Burlington & Missouri River.—Mr. Edward Bignell has 
been appointed Trainmaster ot the Eastern Division. He 
has been for some time in charge of the shops at Lincoln, 
Neb., on this road. 


Cape Fear & Yadkin Valley.—Mr. E. T. B. Glenn, 
Fayetteville, N. C., is Car Accountant of this company. 


‘Central Ohio.—The following officers were elected April 
30 for the next year: J. H. Collins, President; Daniel 
Applegate, Treasurer; Wm. H. Ijams, Secretary. The road 
is leased to the Baltimore & Ohio. 


Chesapeake & Ohio.—The following circular announces 





ere | an appointment already noted : 
“C, H. Bronson has been appointed Auditor of Revenue, 








hae io H. Fisher, resigned. Appointment taking effect 
ay 1. 

Chicago, Burlington d& Quincy.--At the annual meeting 
of the shareholders last week the following directors were 
elected : Messrs. John M. Forbes, Sidney Bartlett, Charles 
J. Paine, Edward W. Hooper, William Endicott, Jr., Ed- 
ward Bangs, Boston; T. Jefferson Coolidge, Manchester, 
Mass.; John N. A. Griswold, Peter Geddes, New York; 
Wirt Dexter, Chicago; Charles E. Perkins, Burlington, Ia. 
This is the old board, as noted last week. 


Denver & Rio Grande.—Mr. W. L. Strong has been 
elected a director in place of H. L. Sprague, resigned. 


Dover & Barrington.—At the annual meeting in Dover, 
Y. H., May 5, the following directors were chosen: Z. 8. 
Wallingford, Henry Law, Winfield S. Bradley, Arthur G. 
Whittemore, Joshua Converse, Washington Anderton, J. 
Herbert Seavey. The directors organized by choosing Z. 
S. Wallingford President; Joshua G. Hall, Clerk; Henry 
Law, Treasurer. 


Eastern -in New Hampshire.—The following directors 
were elected May 6: Moody Currier, Dexter Richards, 
Francis Thompson, Edward L. Giddings, Edward A. Ab- 
bott, William H. Goodwin, Frank A. Philbrick. Edward A. 
Abbott was chosen Treasurer and W. Hackett clerk. 


Eastern Railroad Association.—The Executive Com- 
mittee of this Association is as follows: Wm. D. Bishop, 
New York, New Haven & Hartford ; A. A. Folsom, Boston 
& Providence; James Moore, Philadelphia & Reading: J. 
N. DuBarry, Northern Central; J. L. Randolph; Baltimore 
& Obio; Theodore N. Ely, Pennsylvania Company ; Charles 
E. Pugh, Pennsylvania Railroad ; H. F. Kenney, Philadel- 
phia, Wilmington & Baltimore ; J. N. Toucey, New York 
Central & Hudson River. 

The officers are as follows: President, Wm. D. Bishop, 
Bridgeport, Conn. ; Vice-President, Theodore N. Ely, Al- 
toona, Pa.; Treasurer, Albert A. Folsom, Boston ; General 
Counsel and Secretary, Andrew McCallum, Washington. 
The general office is at No. 629 F' street, N. W., Wash- 
ington. 


‘ort Smith & Sabine Pass.—At a meeting held in Tex- 
arkana, Ark., May 3, the following directors were chosen : 
L. A. Byrne, J. H. Draughon, C. E. Bramble, Texarkana ; 
J. H. Cleming, Little Rock ; C. B. Neal, Greenwood, Ark. : 
J. B. Hussey, Winamac, [nd.; Thomas Lanigan and John 
Carnell, Fort Smith. 


Grand Rapids & Indiana.—Mr. Thos. L. Pierce having 
resigned his position as Traveling Freight Agent of this 
company, Mr. Geo. S. Fowler is appointed Traveling 
Freight Agent, with headquarters at Grand Rapids, Mich., 
taking effect May 1. 


Houston & Texas Central.—At the annual meeting, in 
Houston, Tex., May 6, the following directors were chosen: 
C. P. Huntington, A. C. Hutchinson, Charles Fowler, John 
A. Ciseo, John J. Atkinson, A. H. Swanson, E. W. Cave, J. 
G. Schriever, J. Waldo. The directors met subsequently 
and elected officers as follows: President, A.C. Hutchinson; 
Vice-President, J. Waldo; Secretary, H. Hall; Treasurer, 
E. W. Cave. 


Kentucky Central.—Mr. C. H. Brenson has been ap- 
pointed Auditor of Revenue in place of R. H. Fisher, re- 
signed, to date from May 1. 


Lake Shore & Michigan Southern.—At the annual meet- 
ing in Cleveland, O., May 7, the directors whose terms then 
expired (Russelas Brown, D. O. Mills, Wm. L. Scott and 
Cornelius Vanderbilt) were all re-elected, and Frederick W. 
Vanderbilt was chosen a director in place of Augustus 
Schell, deceased. 


Louisville, Evansville & St. Lowis.—The following cir- 
cular from this company announces several appointments, 
some of which have already been noted; it is dated Louis- 
ville, Ky., April 18: 

“W.H. Field having resigned as Paymaster and Purchas- 
ing Agent. that office is abolished. Jos. 8. Odiorne, Cash- 
ier, is appointed Cashier and Paymaster. 

* W. A. Van Frank is appointed Engineer of Roadway, 
Bridges and Buildings, vice W. J. Sherman, resigned. The 
above appcintments to take effect at date.” 

The following circular is dated Louisville, Ky., May 1: 

‘FR, P. Boatman is this day appointed Master Mechanic of 
the company, vice Geo. N. Sceets, resigned.” 


Nantasket Beach.—At the annual meeting in Boston last 
week the following directors were chosen: John L. Curtis, 
Herbert L. Harding, George L. Keyes, A. W. Moor, J. B. 
Moor. 

A number of stockholders, who claim to hold a legal ma- 
jority, were dissatisfied with the resultand withdrew. They 
met the next day and elected directors as follows: John L. 
Curtis, George R. Eager, F. A. Hobart, H. T. Litchfield, 
Elisha Thayer. This board elected George R. Eager Presi 
ident; Alfred Schoff, Clerk and Treasurer. 


New York, Chicago & St. Louis.—At the annual meeting 
in Cleveland, O., May 7, the following directors (one-third 
of the board) were chosen for three years : D. W. Caldwell 
Charles Hickox, Anson Stager, J. H. Wade. Chauncey M. 
Depew was also elected to fill the term of the late Augustus 
Schell. 


New York, Susquehanna & Western.—At the annual 
meeting in Jersey City, May 1, the following directors 
were chosen: Frederic A. Potts, Simon Borg, Charles 
Minzesheimer, Henry Sanford, Stephen V. White, Robert 
K. Dow, Henry Marks, John I. Blair, Charles Siedler, 
Alfred Sully, Garrett A. Hobart, Henry S. Pierce and 
Aaron Peck. The board elected F. A. Potts President: 
Alfred Sully, Vice-President; John P. Rafferty, Secretary ; 
C. V. Wall, Treasurer. 


Norfolk & Western.—At the annual meeting in Norfolk, 
Va., May 7, the following directors were chosen: Upton L, 
Boyce, John C. Bullitt, Clarence H. Clark, Edward L, 
Clark, George C. Clark, Joseph I. Doran, Charles Hacker, 
J. Arthur Johnston, F. J. Kimball, Robert B. Minturn, 
Edward A. Rollins, George F. Tyler, John B. Whitehead. 


Northern Pacific.—Mr. John C. Barber -is appointed 
Assistant to the Superintendent Motive Power, Machinery 
and Rolling Stock of this road, and, with the-title of Mas- 
ter Car-builder, will have charge of details of car shops and 
car work from April 26, 


North Pacific Coast,—Mr. E. L. Reese has been appointed 
Master Mechanic, with office at Saucelito, Cal., in place of J. 
Taylor, resigned. 


North & West Branch.—This company, whose road is 
leased to the Pennsylvania Railroad Co., has elected D. J. 
Wallen President; C. R. Buckalew, J. N. DuBarry, John P. 
Green, Wistar Morris, Wm. Neal, H. W. Pxslmer, Charles 
Parrish, George B. Roberts, N. P. Shortridge, Edmund 
Smith, Henry D. Welsh, J. Price Wetherill, directors. 


Pacific & Great Eastern.—The following officers were 
elected May 2, in Fayetteville, Ark.: 8. 8. Davidson, of 
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Arkansas, President; J. R. Metcalf, Treasurer; J. H. 
Moody of Boston, General Manager; L. B. Parker, Chief 
Engineer. 


Peachbottom.—The officers of this company are : Presi- 
dent, C. W. Leavitt; Secretary and Superintendent, Benja- 
min B. Newton; Auditor and Assistant Superintendent, G. 
Renie Dicky; Treasurer, Robert B. Patterson. The offices 
~ re mg Oxford, Pa., except tbat of the President, which is in 

New York. 


Pittsburgh, Virginia & Charleston.—At the annual meet- 
ing, held in Pittsburgh, Pa., May 6, the following officers 
were elected : President, J; N. DuBarry; Secretary and 
Treasurer, D. P. Corwin; Directors, George B. Roberts, Ed- 
mund Smith, Wistar Morris. Jobn P. Green, W. J. Howard, 
Thomas L. Daly, George V. Lawrence, Charles E. Speer, 
Jobn Scott, Joseph Watson, M. L. Elkins. The road is leased 
to the Pennsylvania Railroad Co. 


Richmond & Danville —Mr. George 8S. Scott, of New 
York. bas been chosen President in place of A. S. Buford, 
resigned. 


Rio Grande & Pecos.—Mr. H. Cavalier Smith has been 
appointed Receiver of this road. He has appointed Mr. 
James Witherspoon Superintendent. 


St. Louis, Belleville & Eastern.—The officers of this new 
company are: President, E. S. Condit ; Secretary, S. L. 
Dwight. Office at Centralia, Illinois. 


Sonora.—Mr. E. C. Devereau has been appointed General 
tg and Passenger Agent, with headquarters at Guay- 
mas, Mexico. 


Texas & St. Louis.—Johu K. Hogan has been appointed 
Northern Passenger Agent, with headquarters at St. Louis, 
Mo. Mr. A. A. Jack bas been appnointed Northeastern Pas- 
senger Agent of this read, vice S. H. Mills, resigned, with 
headquarters at Cincinnati. 


Tyrone & Clearfield.—The following directors were 
elected in Puiladelphia, Pa., May 5: J. N. DuBarry, Presi- 
dent ; John P. Green. Wistar Morris, Henry M. Phillips, G. 
B. Roberts, N. P. Shortridge and Edmund Smith. The 
road is leased to the Pennsylvania Railroad Co. 


Union Pacific.—The President has appointed the follow- 
ing government directors in this company: Colgate Hoyt, 
of New York: Edmund L. Joy, of New Jersey; H. L. 
Merriman, of Jowa; Frank Colpetzer, ‘of Nebraska; D. R. 
Anthony, of Kansas. 


Virginia Western.—The officers of this new company are : 
H. C. Parsons. President ; S. McG. Fisher, Treasurer ; D. 
H. Whitcomb, Chief Engineer; directors, J.H. H. Figgat, 
A. McCartney, Elbert Fowler, Samuel Coit, William A. 
Anderson, J. C. McDonald, Samuel W. Williams; Counsel 
for the company, A. S. Baler and E. S. Fowler. 


Wilmington & Northern.—At a meeting held in Reading, 
Pa., May 5, the following officers were elected : Presideut, 
H. A. Dupont, Wilmington, Del. ; Secretary and Treasurer, 
P. S. Ermold, Reading ; Directors : ——— Brook, Charks 
‘urton, A. L. Foster, Richard Ely, Charles Wheeler, John 
8. Gerhard. 








PERSONAL. 





—Mr. E. 8S. Bowen, Vice-President of the New York, 
Lake Erie & Western Co., was married last week in New 
York to Mrs. H. R. Devereux. 


—Archibald F. Law, Local Freight Agent at Buffalo for 
the Rochester & Pittsburgh road, has been missing fora 
week, and it is reported that he is a defaulter to a consider- 
able amount. 


—Mr. 8. K. Hooper, for several years past General Pas- 
senger Agent on the Hannibal & St. Joseph road, has 
resigned that position to accept a similar position on the 
Central Iowa road. 


—Mr. 8. R. Callaway has tendered his resignation as 
General Manager of the Chicago & Grand Trunk road, to 
take effect July 1 next. As previously reported, Mr. Calla 
way resigns to accept a position with the Union Pacific Co. 


—Mr. George W. Trabue, General Southern Superin- 
tendent of the Western Union Telegraph Co., died in New 
York, May 3, after a short illness, His headquarters were 
in Nashville, Tenn., where he was born and had lived a 
large part of his life. 


—Mr. E. W. White, formerly of the Chicago, Burlington 
& Quincy shops at Aurora, Ill., but for sume time past 
Superintendent of freight car construction at the Pullman 
shops, has resigned that position to accept one in the United 
States Rolling Stock Co.’s new shops. 


—General William Painter, Vice-President of the New 
York, Philadelphia & Norfolk Co., died at his residence in 
Philadelphia, suddenly, on May 3. General Painter had 
been for many years a banker in Philadelphia and was 
largely interested in railroads in Delaware and the Eastern 
Shore of Maryland. 


—General N, N. Halsted was accidentally killed at the 
Market street station on the Pennsylvania Railroad in 
Newark, N. J., May 6, having, it is supposed, fallen between 
the cars while getting on the train. General Halsted was a 
well-known and wealthy citizen of New Jersey and was for 
many years a director of the old New Jersey Railroad Com- 
pany. 


—Mr. John F. Slater, who died in Norwich, Conn., May 
7, aged 68 years, was a wealthy cotton manufacturer in that 
town. Two years ago he gave $1,000,000 to a fund. the 
interest of which is to be used in aid of the education of 
colored people in the south. Mr. Slater was for a number 
of years a director of the Chicago & Alton and its controlled 
companies. 


—Mr. Frank Page, a well-known railroad contractor, died 
suddenly in Scranton, Pa., May 6, of heart disease. Mr. 
Page was 55 years old, and had built portions of many 
roids in Pennsylvania and other states, including the main 
line of the Delaware, Lackawanna & Western, the Boonton 
Branch of the Morris & Essex, and a large part of the New 
York, Lackawanna & Western. He had also a large con- 
tract on the New York, West Shore & Buffalo road. 


—Col. A. 8. Buford has resigned his position as Presi 
dent of the Richmond & Danville Co., taking effect 
May 1. He has been President since 1866, taking charge 
just after the war, when there was but little left of the road 
besides the right of way. He continues a director of the 
company. The board has passed the following : 

** Whereas, Col. A. S. Buford, recognizing a necessity for 
the residence in New York city of the chief executive officer 
of the Richmond & Danville Railroad Co., has this day 
tendered his resignation as president thereof ; and whereas 
this board desire to express their high appreciation 
of the services of Colonel Buford as President dur- 


ing an incumbency of 18 years, within which 
period he has been instrumental in advancing the 
company from insignificance to a foremost rank among 
the great railroad systems of the South; and whereas 
the difficulties encountered in achieving such results and 
protecting throughout that period every obligation of the 
company were greatly augmented by the severe fivancial 
depression through which the southern country has passed, 
demanding from him unfailing faith and devotion to the 
interests confided to his care; therefore, 

‘Resolved, That in accepting the resignation of Col. 
Buford this board take occasion to récord their sincele 
appreciation and recognition of the ability and zeal with 
which he bas administered the affairs of the company, as 
well as their bigh regard and esteem for his personal charac- 
ter, and to give expression to their pleasure in the fact that 
his connection with them will not be severed, but that as a 
member of the board he will still afford them the benefit of 
his wise counsel and wide experience.” 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Four months a 30: 





> 1883. Inc. or Dec. P.c. 
Canadian Pac... $1,106.46 $1,081,741 I. $24,605 2.3 
Central Iowa..... 447,203 373,896 I. 73,407 19.6 
Chi. & Alton..... 2.571.974 2.511,142 1. 60,832 24 
Chi. & East. Il. 457,027 514.485 D. 57,45 11.2 
Chi., Mil. & St. P. 6,523.000 6,632,243 D. 109,243 1.6 
Chi. & Nor’west. 6,462,800 €,507,209 D. 44,409 0.7 
Chi., St. Paul, 

& Omeha...... 1,671,400 1,466,693 I. 204,707 14.0 
Ft. Worth & D.. 121,000 101,900 I. 19,100 = 18.7 
Long Island..... 24,545 5¥2,307 I. 32.238 5.4 
Louisv. & Nash.. 4,335,868 4.222.328 I. 113,540 2.7 
Mil., L.S. & W.. 342,140 287. I. 64.741 19.1 
Mil & Northern. 163,320 142,615 I. 20,705 145 
Mobile & Ohio... 709,584 698,167 I. 11,417 1.6 
No. Pacific. .... 3,424,600 1,995,767 I. 1,428,833 71.6 
Rich. & Dan... 1,255,944 1.201.105 L. 54,839 4.6 
Roch. & Pitts.... 314,906 105,679 I. 209,227 197.4 
St.L. &San F.. 1,427,700 1,140,000 IL. 287,700 25.2 
St. P. & Duluth.. 286,292 297,133 D. 10,841 3.6 

Three months ending March 31: 

Atch.,T. &S.F.. $3,743,4 4 $3,514,842 L $228.582 6.5 

Net earnings.. 1.913,123 1,566,390 I. 346,733 22.1 
Chi., Bur. & Q... 5,725,262 5,633,286 1. 91,976 1.6 

Net earnings.. 2.678,397 2,897,585 D. 219,188 7.6 
Mo. Pacific...... 3,977,289 4,031,629 D. 54,34 1.3 

Net earnings.. 1,757.392 1,714,376 I. 43,016 2.5 
N. Y. & N. Eng.. 758,760 779.7 D. 20,945 2.7 

Net earnings.. 103,003 4,632 I. 98,381 ert 
West Jersey ... 218,979 200,725 I. 18.254 9.1 

Net earnings.. $2,353 71,248 I. 11,105 15.6 

Month of March: 

Atch.,T. &S. F. $1,404,056 $1,415,514 D. $11,458 0.8 

Net earnings. .. 726,762 720,353 1. 6,408 0.9 
Cnic., Bur. & Q.. 2,106.028 2,396,584 D. 290.656 12.1 

Net earnings... 1,084,717 1,367,465 D. 282,748 20.7 
N. Y. & N. Eng.. 259 452 296,311 D. 36,829 12.4 

Net earnings... 52.025 40,482 I, 11,543 28.5 
West Jersey ..... 82,493 76,849 IL. 5,644 7.3 

Net earnings... 31,747 29,670 I. 2,077 7.0 

Month of April: 

Canadian Pacific. $340,000 $402,000 D. $62,000 15.4 
Cent allowa..... 122,907 100,805 I. 22,102 21.9 
Chicago & Alton. 606,804 590,875 I. 15,929 27 
Chic. & East. Iil.. 110,248 123,769 D. 13,521 109 
Chic., M & St. P. 1,949,000 1,972.270 D. 23.270 1.2 
Chic. & Northw.. 1,804, 1,754. L 50,500 2.9 
C., St. P.. M. & O. 548,100 434,100 I. 114,000 263 
Pt. Worth & Den. 40,790 26,700 I. 14,000 51.8 
Long Island.. ... 186.595 17¢,893 I. 15,702 9.2 
Louis. & Nash... 1,103.750 947,450 I. 156,300 16.5 
Mil., L.S.& W. . 94,605 83,185 I. 11,420 13.8 
Mil. & Northern... 44,605 42,260 I. 2,345 5.6 
Mobile & Ohio... 170,000 128.866 1. 41,134 31.8 

Net earnings. .. 45,000 0 rrr nan 
Northern Pacific. »438,600 665.508 I. 773,092 116.2 

ich. _. 317,000 200 I. 49,800 18.6 
Roch. & Pitts.... $3,437 31,407 I. 52,030 1657 
St. L. & San Fr.. 363.300 273.900 1. 89,400 32.6 
St. P. & Duluth.. 83,814 76,995 I. 6,819 8.9 

* Deficit. 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. 


Transfer at the Straits of Mackinaw. 


The following circular from the office of the General Freight 
Agent of the Grand Rapids & Indiana road is dated Grand 
Rapids, Mich., Mav 1: 

‘* Notice is hereby given that this company is now pre- 
pared to transfer cars containing all classes of bulk as well 
as package freight across the straits of Mackinaw. 

“Copy of Mackinac Transportation Co.’s tariff, dated 
May 15, 1884, showing rates of transfer, inclosed herein.” 

The rates, in cents per 100 lbs., are: First class, 5; second, 
4; third, 3; fourth, 2; fifth, 2; sixth, 1; special (including 
iron ore), 1. Rates for transferring cars are: Freight, $2 
each; baggage, $4; passenger and sleeping, $5; locomotives 
and tenders, standard gauge, $12 each. 


Grain Movewent. 
For the week ending April 26 receipts aud shipments of 
grain of all kinds at the eight reporting Northwestern mar- 


kets and receipts at the eight Atlantic ports have been, in 
bushels, for the past eight years: 


North- -—Northwestern shipments .—, 

western .¢. Atlantic. 
Year. receipts. Total. By rail. By rail. receipts. 
1877....¢ 3.396, 193 4,521,713 1,341,677 29.7 2,196,090 
1878....4,834,507 4,591,346 1,056.155 23.0 3,990,700 
1879. ...4,297,006 4,558,360 2,931.082 64.3 4,023,227 
1880....3,750.407 4,361,732 1,159,369 26.6 4,424,936 
1881... .4,184.87. 3.778,676 4,069,926 81.3 5,181,759 
1882....3.998,043 3,463,298 1,398,757 40.4 = 1,906,57 
1883... .2,860,57 3,057,415 2,790,304 91.3 2,087,860 
1884....2,860,119 4,377,383 3,738,124 85.6 3,047,749 


Thus the receipts of the Northwestern markets for the 
week this year were the same as last year, but much less 
than in any other. year since 1876. They were, however, 
227,000 bushels more than inthe previous week of this year. 
Not one-seventh of the receipts were wheat. 

The shipments of these markets, however, were larger 
than in the corresponding week of any previous year 
since 1879, and the rail shipments were Jarger than in any 
corresponding week. The total shipments, however, were 
145,000 bushels less than in the previous week of this year. 
Of the shipments this year 237,376 bushels went down the 
Mississippi, and 401,883 were by lake the first of the 
season. 

The Atlantic receipts for the week were one-half larger 
than in the corresponding week of 1883 or 1882, but much 
less-than in any of the four years from 1878 to 1881. They 
were 118,000 bushels more than in the previous week of 
this year, and the largest this year. 

The exports of the week from Atlantic ports have been, 
for five years: 


1880. 1881. 1882. 1883. 1884. 
Flour, bbls. 121,285 90,172 70,046 162,913 143.525 
Grain, bu. 3,401,875 2,488,086 903,842 2,405,564 2,272,794 





The exports this year have now risen to an important 
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amount, and not much less than last year. They exceed the 
exports of any other week this year. 


Coal. 
Coal tonnages for the week ending April 26 are reported as 
follows: 
1884. 1883. Tnc. or Dec. P.c. 
Anthracite ............. 826,811 783,751 ae 43,060 5.5 
Eastern bituminous. ...169,735 157,930 = 11,805 7.5 
CD .0te ‘ate-dine sass Oe 62,372 D. 4,493 5.6 


The anthracite companies have agreed to stop work for 
nine days in the month of May, including the entire week 
ending May 10 and one-half the week ending May 24. It is 
now understood that the system of stoppages of mining 
will be continued as long as the state of the coal market 
may seem to require it. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending April 26 was : 


Coal. Coke. Total. 
BO OE DORR cic. cbs dns odse ens Weds 118,452 52,777 171,229 
From other lines........ ... .......- 65,678 6,102 71,780 
ON ELS Ee RN 184.130 58,879 243,009 


The total tonnage this year to April 26 was 4,066,458 
tons, against 3,910,276 tons to the corresponding date in 
1883 ; an increase of 156,182 tons, or 4.0 per cent. 

Cumberland coal shipments for the four months ending 
a 83 are reported by the Cumberland Civilian as fol- 
OWS: 


Shipments from mines ; Tons. 
Cumberland & Pennsylvania R.R....... 0 .....0205-65 516.202 
George’s Creek & Cumberland R. R ..... 2... eee eee cee 114,959 
West Virginia Central & Pittsburgh . .... .... ... cesses 30,592 
Direct from mines to Baltimore & Obio..... .  .........+ 65 

RT re ii dashesecnks apne eetreace powers bhes .».- 462,412 

Shipments of region: “ 
Baltimore & Ohio a ERs ca2, cab denniaadaeemirsaheesssaietiol 588,783 
Pennsylvania R. R., TE SES eee 124,199 
Chesapeake & Ohio Canal ........ i cbnnnsdsdeebasbaneon tae 49,430 

SRE tae ROA OPO EI He OTe 762,412 


Local tonnage is included in the Baltimore & Ohio. As 
compared with last year the total shipments show an in- 
crease of 81,000 tons, or 11.9 per cent. 

The anthracite coal tonnage of the Belvidere Division, 
Pennsylvania Railroad, for the four months ending May 2 
was : 





1884. 1883. Inc. or Dec. Pe. 

Coal Port for shipment..... 12,753 19,436 D. 6.58: 345 
S. Amboy for shipment..... 204,599 271,085 D. 66,486 214.5 
Local points on N. J. divis’ns 274,027 277,570 D. %,543 1.3 
Co.’s use on N. J. divisions.. 63,891 51,133 I. 12,758 25.0 
Total.............02. «+++. 565,270619,224 D. 63,954 10.3 


Of the total this year 456,045 tous were from the Lehigh 
region, and 99,225 tons from the Wyoming region. 

Actual tonnage passing over the Huntington & Broad 
Top road for the four months ending May 3 was as follows: 








1884. 1883. Decrease. P.c. 

Broad Top coal........... . 65,869 73,782 7.913 10.7 
Cumberland coal... . . 134,918 139,228 4,310 3.1 
Oa csie: 0d 00 cenrioess esas 200,787 213,010 12,223 5.7 


The Broad Top coal is mined on the line; the Cumberland 
is carried through for the Pennsylvania Railroad. 


Cotton. 


Cotton movement for the eight months of the crop year 
from Sept. 1 to May 2is given by the Commercial and 








Financial Chronicle ac follows, in bales: 

Intervor markets: 1883-84. 1882-83. Ine. or Dec. P. c¢. 
ee ee 2.795.194 3,413,387 D. 618,163 18.1 
Shipments............. 2,752,577 3,248,707 D. 496,130 15.3 
Stock, May 2........ * 82,809 164,383 D. 81,574 49.6 

Seaports: 

Receipts ... 4,713,319 5,660,670 D. 947,351 167 
Exports . 3,516,425 4,167,067 D. 650,642 15.6 
Stock, May 2. 549,894 601,951 D. 52,057 8.6 


It must be remembered that the total actual movement is 
much less than the sum of the receipts at the interior mar- 
kets and the seaports, as much of the cotton received and 
shipped at interior points is included in the seaport receipts 
afterward. 

The Chronicle says: ‘‘In the table below we give the 
receipts from plantations in another form, and add to them 
the net overland movement to May 1, and also the takings 
by Southern spinners to the same date, so as to give sub- 
stantially the amount of cotton now in sight: 








1883-84. 1882-83. 1881-82. 1880-81. 
Receipts at the ports 
40 May 2...  sccose 4,713,319 5,660,670 4,466,165 5,396,883 
Interior stocks on 
May 1 in excess of 
BE Benseione cove 33,655 147,898 97,902 176,415 
Total receipts from 
plantations ...... 4,746,972 5,808,568 4,564,067 4,573,298 
Net overlandto May 1 546,726 599,862 429,630 472,241 
Southern consuwpt’n 
tT =f Bae 264,000 275,000 210,000 175,000 
Total in sight May 2. 5,557,698 6,683,430 5,203,697 6,220,539 


‘Tt will be seen by the above that the decrease in amount 
in sight to-night, as compared with last year, is 1,125,732 
bales, the increase as compared with 1881-82 is 354,001 
bales, and the decrease from 1880-81 is 677,841 bales.” 


Nickel-Plate Line. 

Notice bas been given that, commencing May 1, 1884, the 
business of the Nickel-Plate fast-freight line will be trans- 
ferred from the Cleveland, Columbus, Cincinnati & In- 
dianapolis, the Indianapolis & St. Louis, and the Peoria, 
Decatur & Evansville railroads to the Indiana, Bloomington 
The route from 
St. Louis will be by the Chicago & Alton Railroad to 
Bloomington, and thence via the Indiana, Bloomington & 
Western; from Evansville and Vincennes via the Evansville 
& Terre Haute and the Chicago & Eastern Llinois railroads 
to Hillsdale, and thence via the Indiana, Bloomington & 
Western; from Terre Haute via the Chicago &. Eastern 
Illinois to Hillsdale, and thence via the Indiana, Blooming- 
ton & Western; from Peoria, Pekin, Bloomington, Decatur, 
Indianapolis, Columbus, Springfield, and all the other sta- 
i on the Indiana, Bloomington & Western, via that 
road. 

The Indiana, Bloomington & Western connection with 
the Nickel-Plate road is at Green Springs, O. 


Southern Railway Car Tracing Association. 
The following circular letter, signed by W.-A. Moody, 
President; F. J. Hoyle, Vice-President; E C. Spalding. 
General Manager, was issued from the general office of the 
association at Atlanta, Ga., on March 24: 

‘* Several years’ experience in car service departments of 
Southern roads has suggested to us the advisability of estab- 
lishing a general car tracing assuciation, with headquarters 
at Atlanta, Ga., and agencies at prominent points acting in 
concert with the central office. The object of this associa- 





tion will be to collect and collate information concerning 
the movements of all cars entering the territory south of 
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the Ohio and east of the Mississippi rivers, and to supply 
this information to parties interested when requested; 
to see that cars operating in this territory are prop- 
erly used and promptly returned to owners: and 
to see that cars belonging to Southern roads which 
go north of the Ohio River and west of the Mississippi River 
are properly used and promptly returned. The records, 
which will be kept in the central office at Atlanta, Ga., will 
be made up from the latest possible information obtained 
from the best possible sources. They will show all exchanges 
of cars between the different roads embraced in the terri 
tory, and from them it will be possible to locate any car at 
any time on any road. Thus the association will be able to 
detect and rectify detentions and diversions of cars, and save 
much annoyance and expense to car owners. In addtion to a 
full clerical force at the central office, the association will 
have, at all time, in the field a competent force of travelin 
agents, who will not only assist in tracing cars, but wil 
watch transfers, report cases of misuse of cars, and report 
wrecks, etc., and will also have local agencies at Charlotte, 
N. C., Cincinnati, O., Knoxville, Tenn., and Jacksonville, 
Fla. These traveling and local agents will have joint 
authority with the manager of the central oftice to stop the 
misuse of cars, order their return to owners, etc. This being a 
co-operative association, it is, of course, expected that all 
lines will respect requests made through it or its agents. It 
will be seen from the above that this association will be able 
to confer more benefits on its subscribers than could be 
obtained irom one or more lost-car agents. Our records 
will be full, fresh and complete, and our traveling agents 
will be so distributed over the territory that, under orders 
by wire, they can reach any given point in a few hours, 
and the whole will be at all times at the disposal of every 
subscriber at a much smaller expense than is usually 
incurred in keeping even one lost-ear agent on the road. 
* * * All communications should be addressed to E. C 
Spalding, General Manager, Atlanta, Ga.” 

It is stated that a number of prominent iines have agreed 
to become members of the association, paying yearly fees in 
proportion to number of cars. 


Commercial Express Line. 


The following circular is dated Buffalo, N. Y., May 1: 
‘*Commercial Express Line Tiffany refrigerator cars, num- 
bered 1,000 to 1,449 ; report movement of these cars to C. 
Ww . Cushman, Manager the Railway Car Association, Buffalo, 
N. Y.: the mileage report direct to Henry C. Vilas, Gen- 
eral Manager.” 


The Railway Car Association. 


The following circular from C. W. Cushman, Manager, is 
dated Buffalo, N. Y., May 4: ‘‘Please report the move- 
ments of all Howard stock cars which are marked ‘N. Y., L. 
E. & W. R. R., Special Live Stock Line,’ and numbered from 
1 to 25 inclusive, as well as all mileage made by these cars. 
direct to me. Also any mileage made previous to May 1 
you may have upon your books, and not already reported.” 


Passenger Rates. 

Assistant Commissioner Pierson has issued an order to all 
roads within tbe jurisdiction of the Joint Executive Com- 
mittee directing them to see that rates are strictly main- 
tained, and notifyiug them that, in case any — is re- 
ported, the rules of the committee will be strictly enforced. 

General Passenger Agent Ford, of the Pennsylvania Com 
pany, bas issued a circular to all agents of that company 
and of roads controlled by it, directing them to sell no tick- 
ets below the regular tariff rates. They are also instructed 
that in case they bave reason to believe that any competing 
line is selling tickets below the regular rates to procure 
positive evidence of the fact and report the same. Compe- 
tent evidence against the competitor is the purchase of one 
or more tickets at less than the tariff rates, and agents are 
authorizd to make such purchase, in case they suspect cut- 
ting, and to forward the tickets through the proper channel, 
together with the sworn statements of one or more responsi- 
ble persons as to the transaction. Mr. Ford’s circular is 
issued entirely fer the purpose of maintaining the agreement 
in the strictest possible manner. 


Coal Rates in Illinois. 

In the case of the Gartside Coal Co. against the St. Louis, 
Alton & Terre Haute Co. the Illinois Railroad Commis- 
sioners have disagreed, and two reports have been sub- 
mitted. Messrs. Brainard & Lewis, the majority of the 
board, concede that the road is hauling coal 30 miles to 
East St. Louis at practically the same rates as are charged 
mines but 10 to 18 miles from that point. They also con- 
cede that the interests of the complaining company are 
injured by these rates and that the value of their property 
has been decreased, and believe that the same conditions 
prevail in almost all the coal fields of the state. They 
think, however, that this result is due chiefly to over-pro- 
duction and too great competition, and are not disposed to 
recommend any discrimination in favor of the mines closer 
to market. hey believe, however, that the maximum 
rates on coa] as allowed by the commission need some ad- 
justment, and propose at an early day to invite a confer- 
ence of all the coal interests in the state. 

Mr. Stewart of the Commission presents a minority report 
recommending that rates should be charged according to 
distance. The result will probably be a revision of the 
maximum rates as now allowed. 


Rates on Live Stock. 


The following statement was made by Commissioner Fink 
on May 8: “A demand having been made for the reduction 
in rates on cattle and sheep on the ground that the present 
tariff rates are not maintained, notice is hereby given that, 
taking effect Monday next (May 5), a reduction of 10 cents 
per 100 lbs. from Chicago to New York and corresponding 
reduction from other points will be made in the tariff on 
these classes of live stock, and a proportionate reduction 
will also be made in dressed beef rates, making the rates on 
the following basis: Chicago to New York—Cattle, gross 
rates, 50 cents; sheep, gross rates, 50 cents; dressed beef, 
48 cents. The difference between gross rates and net rates 
will remain as heretofore. The tariff rates on other classes 
of live stock remained unchanged. The reduction in dressed 
beef rates applies also to other articles, which, under offi- 
cial classitication, are carried at dressed beef rates.” 


Commutation Passenger Rates. 


On and after to-morrow the Rock Island road will sell 
commutation tickets between Chicago and Blue Island and 
intermediate points at rates the lowest ever made by a rail- 
road company in the United States. The rate of monthly 
tickets between Chicago and Blue Island will be $5.80; Chi- 
cago and Morgan avenue, $5.25; Chicago and Washington 
Heights, $5. a‘party comes to town in the morning and 
goes home to dinner at noon and returns to town later the 
rate will be less than that charged on the street cars. The 
ten-ride tickets will also be very low.—Chicago Inter-Ocean. 

The distance to Wasbington Heights is 12 miles; to Blue 
Island, 16 miles, ing a commuter ty make one trip 
a day, which is what most commuters do, the rate between 
Chicago and Blue Island is 05¢ cent per mile traveled very 


nearly, This is certainly alow rate, but is equaled out of | Leg 
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New York. Onthe New York Central & Hudson River 


road the monthly tickets are sold on a sliding scale, the first 
month having the highest rate and the payments gradually 
diminishing each month through the year. For 16 miles 
the average rate is $5.75 monthly, both for the main line and 
the Harlem Division. On the New Haven and the Erie roads 
the same system is in force, the average monthly rate being 
$5.25 for 16 miles out on the New Haven, and §5.'75 on the 
Erie. On the Pennsylvania the monthly rate for 16 miles 
is $6.50, and the yearly rate $65, an average of $5.42 per 
month. The Delaware, Lackawanna & Western has the 
highest rate, charging for 16 miles $8 per month, or $70 per 
per year, the yearly rate averaging $5.83 per month. On 
the Erie, the Lackawanna and the Pennsylvania these rates 
include the ferry transfer across the Hudson. 


New Boston-Chicago Line. 


Commencing May 15, through trains will be run between 
Boston and Chicago, by way of the Boston & Lowell, the 
Concord, the Northern, the Canadian Pacific and the Michi- 
gan Central railroads. A dozen new Pullman sleepers are 
all ready for the pew route.—Boston Advertiser. 


Commissions on Sale of Tickets. 


At a meeting held in Chicago, May 2, the general passenger 
agents of the lines leading from Chicago to Missouri River 
points reaffirmed the agreement of April 1, relating to the 
payments of commissions on passenger business to Chicago, 
originating in Colorado and Utah. An arrangement was 
perfected for carrying out the agreement, Under this 
agreement a commission of $3 on first-class and $2.50 on 
second-class tickets is allowed. 


Marking Baggage. 
Mr. F. E. Nettleton, General Baggage Agent of the Kansas 
City, Fort Scott & Gulf line, has issued the following circu- 
lar to members of the General Baggage Agents’ Associa- 
tion : 

“T wish to get the expression of the general baggage 
agents, before bringing it up at the National Convention at 
Boston, July 16, of the advisability of having all baggage 
marked with owner’s name and permanent address before 
receiving it for transportation. 

‘*On examination of the unclaimed lists, presented Febru- 
ary last, I find 1,470 pieces reported by nine roads, an 
average of 163 pieces each. Taking this as a basis, there 
would be for the 800 transportation companies, represented 
in the Official Guide, the enormous number of 130,800 
pieces awaiting delivery at a certain period. Calculating 
that 2 per cent. of these are unchecked and unmarked, it 
leaves 2,616 pieces on which the chances of delivery are 
very small; valuing them at $25 each, represents an amount 
of $65,400, which is a loss to owners on transportation 
companies, to which is to be added a few thousand dollars a 
year for clerical force, labor, storage room, etc. 

‘* Why baggage should not be marked as well as freight or 
express goods I fail to so see. No great inconvenience would 
be experienced, as passengers do not average two or three 
pieces each. By making the rule take effect, say from three 
to six months after passage, and notifying the public 
tbrough newspapers and posters at each station, no trouble 
will be experienced. The public will see that it is for their 
own protection and will conform readily, and their blessings 
tae paar down on us like cinders on our baggage car 
roof. 

“I would like to write each of you personally, but the num- 
bers and press of business compel me to take the quickest 
way. I trust you will favor me with your views on this 
matter at your earliest convenience.” 








OLD AND NEW ROADS. 


Allegheny Valley.—In Greensburg, Pa., May 2, appli- 
cation was filed in the Court of Common Pleas by the 
Pennsylvania Railroad Co., the Northern Central Co., and 
the Philadelphia & Erie Co., asking for the appoint- 
ment of receivers for this road. Tbe complaint sets forth 
that the company is hopelessly insolvent, its debt having 
increased to an enormous sum in proportion to the value of 
the road, and that the Pennsylvania Railroad Co. is a 
creditor to the amount of over $13,000,000 for money ad- 
vanced and cupons paid. The court granted the order, 
appointing Messrs. John Scott and W. H. Barnes receivers, 
and directing them to take immediate possession of the 
property, and to ascertain as soon as possible the condition 
of the company and the amount of its liabilities and to re- 
port the same. ‘The intention probably is to secure a sale of 
the road and the reorganization of the company, cutting off 
the subordinate mortgages. 

The Receivers, Messrs. John Scott and W. H. Barnes, 
issued the followi ng circular under date of May 2: 

‘* All persons and corporations having accounts or busi- 
ness relations with the Allegheney Valley Railroad Co. and 
others interested, will take notice that the undersigned 
have been appointed Receivers of the corporate property 
and franchises of the said company, under and by virtue of 
a decree of the Court of Common Pleas of Westmoreland 
County, Pennsylvania, this day made, and have entered 
into possession and assumed control of said property, pur- 
suant to said appointment; that all accounts must be settled 
and business relations adjusted in behalf of said company 
with said Receivers. 

“Separate reports of business with other companies are re 
quested up to and including May 2, for account of the Al- 
legheny Valley Railroad Co, and after May 2, for account 
of the Receivers. 

“Separate drafts will be made forthe balances due on 
each of said accounts. Drafts will be made by and on the 
Auditor, Theodore F. Brown, at Pittsburgh.” 


Atchison, Topeka & Santa Fe.—This company’s 
statement for March and the three months ending March 31 
is as follows: 





-———— March——-— —— Three months-— 

1884. 883. 1884. 883 
Earnings..... ....$1,404,056 $1,415,514 $3,743,4 
677,29 5,1 cB 


24 $3.514.842 
Expenses......... 577,294 695,161 830,301 


1. 948,452 
$1,566,390 
55.4 





Net earnings ... $726,762 
Per cent. of exps.. 48.2 

For the three months this shows an increase of $228,582, 
or 6.5 per cent., in gross earnings, with a decrease of $118,- 
151, or 6.0 per cent im expenses, the result being a gain in 
net earnings of $346,733, or 22.1 per cent. The statement 
includes the Southern Kansas lines, the mileage for March 
being 2.315 miles in 1884 and 2,219 in 1883; for the three 
months, 2,296 this year, and 2,219 miles last year. 


Birmingham & Tennessee River.—This company 
bas filed articles of incorporation in Alabama to build a 
railroad from Birmingham northwest to the new town of 
Sheffield on the Tennessee River, with an extension to the 
Tennessee line. The capital stock is to be $2,000,000 and 
most of the incorporators are connected with the Bast Ten- 
nessee, Virginia & Georgia Company. 


Boston & Albany.—A Boston dispatch of May 5 says: 
‘The Joint Committee on the J ao sey” yy reported to the 
Attorney -General 


720,353 $1,913,123 
49.1 48.9 


islature a resolution instructing 
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to iustitute proceedings in the name of the commonwealth, 
in the Supreme Judicial Court, against the Boston & Al- 
bany Railroad Co. and such other parties as may be 
interested in the transaction to annul and rerder void 
the distribution among its stockholders of certain sbares of 
that company which were received from the Common- 
wealth, and to render void and of no effect the certificates 
by which such distribution was made effective. This report 
has grown out of the petition of Prentiss Cummings, of 
Boston, by which the legal point was raised tbat the com- 
pany had no right to distribute—as it had done in the case 
of a large part—that stock, which it bougbt of the state, 
and for which the state holds the corporation’s bonds.” 


Burlingtor, Cedar Rapids & Northern.—A dis 
patch from Cedar Rapids, Ia., says: “Regarding the report 
in circulation that Judge Grant in his decree had failed to 
provide for the old second and third mortgages of the 
Burlington, Cedar Rapids & Northern Railway, officers of 
that company said it is true so far as when Judge Grant got 
his decree of foreclosure on the old company he neglected to 
provide therein for the rights of the second and third mort- 
gages; also, that the company was reorganized and the road 
bas increased in value millions of dollars. In regard to the 
assertion that the Chicago & Northwestern, having purchas- 
ed the second and third mortgage bonds, which many be- 
lieve to be worthless, now offers to redeem the first mort- 
gage, they say that there is nothing toit whatever. Judge 
Hubbard, the attorney for the Chicago & Northwestern 
Railway, also said inregard to the matter that there was 
nothing to it, but added that the second bondholders are 
endeavoring to redeem, but whether they will or not 
remains uncertain. At any rate, no definite action has been 
taken.” 


Cape Fear & Yadkin Valley.—At a meeting held in 
Fayetteville, N. C., last week, the President reported that 
the road is now completed to Greensboro, and that the 
necessary stations and other buildings are completed or in 
progress. South of Fayetteville track is laid for 20 miles, 
and it is to reach Shoe Heel in a few weeks. A further ex- 
tension to Bennettsville, S. C., is to be pushed. 

Delegations from Wilmington and from Sampson County 
attended the meeting. The former desired the road to be 
extended directly to Wilmington ; the latter wished the 
route to be deflected so as to pass through Clinton, and 
that the graded roa4 from Clinton to Point Caswell would 
be turned over to the company. Resolutions were adopted 
to the effect that if surveys of the routes should be made at 
the expense of Wilmington and Sampson County, and the 
maps, ete., turned over to the company, stock in the com- 
pany would be issued to the amount of such expense. 


Central Iowa.—This company bas for some time past 
refused to obey the order of the Iowa Railroad Commis- 
sioners requiring it to run trains over the section of its 
road between Manly Junction and Northwood. This sec- 
tion was leased to the Burlington, Cedar Rapids & Northern 
Co. some time ago, and the Central Iowa thereupon ceased 
to run its own trains to Northwood. That town, which 
subscribed largely for the construction of the road, made 
complaint to the Commissioners, who ordered the Central 
to resume the running of trains. The company aid this for 
a short time and then again ceased. The Commission has 
now reported the refusal of the company to obey its orders 
to the Attorney General of the state, with the request that 
he at once proceed to enforce obedience through the courts. 


Cheshire.—This company, it is said, has bougbt the 
Monadnock Railroad, which it has operated for « couple of 
years past under lease. ‘Ibe road extends from Peterbor- 
ough, N. H, to Winshendon, Mass., 16 miles. 


Chicago, Burlington & Quincy.—A_branch_has 
been completed from the Wymore Branch at DeWitt, Neb., 
westward 25 miles to the new town of Castor. Trains will 
begin to run regularly to Castor in about a week. 

Work is progressing on the branch from Odell, Neb., to 
Concordia, Kan., 66 miles. The grading is now well 
advanced and the bridges are in progress. 

The branch from Aurora, Neb., west to Grand Island, 
about 20 miles, is all graded, and tracklaying bas been 


begun. 

The Omaha Branch track is to be ballasted for its whole 
length, partly with stone and partly with gravel. 

The yards at Lincoln, Neb., are to be rearranged and ex- 
tended, and additional tracks laid there. The yard-master 
will have a convenient office building, provided with a 40- 
ft. tower, from the top of which he can see everything going 
on there. Two buildings, each 40 by 64 ft., are to be built 
for carpenter shops. 

The company’s statement for March and the three month 
ending March 31, isas follows : 















———March.———._ —-Three months.-— 

1884. 1883. 1884. 1883. 
TROTTING: «0. 060s cee $2,106,028 $2,396,584 $5,725,262 $5.6 286 
Expenses.. ......... 1,021,311 1,029,119 3,046,865 2,735,701 
Net earnings......$1,084.717 $1,367,465 $2,678.397 $2,897,585 
Per cent. of exps.... 48.5 42.9 53.2 48.6 


This shows for the three months an increase of $91,976, 
or 1.6 per cant. in gross earnings, with an increase of $311,- 
164, or 11.4 per cent. in expenses, the result being a de- 
crease in net earnings of $219,188, or 7.6 per cent. 


Cincinnati, Indianapolis, St. Louis & Chicago.— 
This began on May 5 to run regular trains over the Colum- 
bus, Hope & Greensburg road, which it controls and will 
operate. The new road extends from the company’s main 
line at Greensburg, Ind., westward through Hope to Colum- 
bus, 28 miles. 


Delaware, Lackawanna & Western.—This com- 
pany has closed a contract with Pullman’s Palace Co., under 
which all the sleeping and parlor car service on the road 
will be done by Pullman cars. The contract is for a term of 
15 years from May 1. The company has heretofore used 
its own sleeping cars. 


Denver & New Orleans.—This company bas let a con- 
tract to ex-Governor John Evans to complete and equip the 
extension uf the road from its present terminus at Pueblo, 
Col., to a connection with the Fort Worth & Denver road. 
Gov. Evans is now negotiating for the money required to 
carry out his contract, which will require the building of 
nearly 600 miles of road. 


Denver & Rio Grande.—The Coal Branch of the Utah 
Division has been extended to Mud Creek, Utab, two miles 
southward from the late terminus at Coal Mine station, and 
19 miles from the main line at Pleasant Valley Junction. 
The extension reaches some additional coal openirgs. 

The officers of this company deny the statement that the 
$881,000 in bonds issued by the trustees to the company 
last year on the new road completed have been sold or 
pledged to raise funds to pay the July interest. They say 
that the interest has not been considered yet and that 
the bonds mentioned are still in the treasury of the com- 
pany. The statement that the company has been trying to 
negotiate a loan with Denver banks is also denied. 


Elmira, Cortland & Northern.—This company is 
considering the construction of a branch of the road from 
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Chittenango Falls, N. Y., to Chittenango village, a distance 
of seven miles. The line will pass through the Chittenango 
White Sulpbur Springs property. The construction depends 
somewhat upon the action of the people along the line in 
relation to the right of way. 


Fargo Southern.—Track-laying is now in progress on 
this road from Hickson, Dak., southward, and from Wahpe- 
ton northward. ‘Ten miies of track are alsocompleted from 
Orontonville, Minn., north, and track-layers are at work on 
that end of the line. 


Georgia Pacific.—Contracts will shortly be let for 
the unfinished work between Coalburg, Ala., and 
Cane Creek. The distance is 44 miles but the road is 
through a rough country, rocky and hilly, and a number of 
bridges will also be required. Coalburg is 10 miles west of 
Birmingham and is the terminus of the coal road which was 
purchased by this company. The distances on the line are 
given by the managers as follows : - 

‘“* Atlanta to Coalburg is 177 miles, completed ; Coalburg 
to Cain Creek, 44 miles, uncompleted ; Cain Creek to 
Columbus, 75 miles, completed. This makes the entire 
length of the road from Atlantato Columbus, 297 miles. 

The recent heavy rains did serious damage to this road, 
preventing the running of through trainsfor nearly two 
weeks. Repairs, however, have been completed, and the 
running of through trains between Atlanta and Birmingham 
was resumed on April 30. 


Houston, East & West Texas.—Contracts have been 
let for the grading of the exte~sion of this road from 
Shreveport, La., to Logansport on the Sabine River, about 
40 miles. Work wili be begun at the Shreveport end im- 
mediately. 


Joliet, Aurora & Northern.—This company has been 
organized to build a railroad from a point in Lake County, 
Ind., on the Illinois line, through Joliet and Aurora to the 
Mississippi River. The principal office will be at Joliet, Ill., 
and the capital stock will be $2,000,000 


Kent Northern.—This company is making arrange- 
ments to build a branch from Richibucto, N. B., to St 
Louis, a distance of seven miles. Aid is asked from the 
provincial government. 


Lake Shore & Michigan Southern.-— At the annual 
meeting in Cleveland, May 7, a’resolution was passed author- 
izing the directors to advance $1,000,000 to the Pittsburgh, 
McKeesport & Youghiogheny Co., to be repaid in stock or 
bonds of that company. The Pittsburgh & Lake Erie Co. 
is to advance an equal amount. 


Lehigh Coal & Navigation Co.—The Philadelphia 
North American says: ‘* ut 18,000 shares of the Nes- 
quehoning Valley’s 26,000 shares of capital stock agreed to 
the Lehigh Navigation’s proposition of a5 per cent. divi- 
dend instead of 7 per cent., as heretofore,: the Lehigh having 
the option of buying at par the stock that refused to reduce 
the rental under the lease. The remaining 8,000 shares will 
be bought under this option, the time for acceptance of the 
other alternative expiring May 1. The Lehigh’s fixed 
charges are reduced $18,000 a year, or 2 per cent. on the 
$900,000 capital that accepted the yer | this part 
of the operation, while the purchase of the 8, shares for 
$400,000 will save the company 7 per cent. per annum on 
that amount, or $28,000.” j 


Lehigh Valley.—The contract for building the masonry 
on this company’s line in Buffalo, N. Y., has been given to 
James Smith, of Easton, Pa. The extension is only about 
two miles long, but as it is to be carried about 20 ft. above 
the surface, and will cross a number of railroads and streets 
on bridges, a large amount of masonry will be required. 


Macksburg & Middleburg.—This company has been 
organized to build a narrow-gauge road from Macksburg, 
O., the centre of the new oil field recently opened, to Middle- 
burg on the Obio River. Macksburg is on the Cleveland & 
Marietta road, 25 miles north of Marietta. 


Manhattan.—The stockholders of the Manhattan and 
the New York Elevated companies met in New York, May 
6, and voted to close and termivate the original lease of the 
New York road to the Manhattan Co. made in May, 1879, 
also the agreement of October, 1881, and the merger 
agreement of November, 1881. Under the agreement as 
ratified, the New York Elevated stock which has been con- 
verted into Manhattan first-preferred will be converted 
back again, and in consideration of the agreement 
the New York Elevated Cu. agrees to pay 6 per cent. on 
the Manhattan stock, provided the earnings are sufficient to 
do so after paying 6 per cent. dividends on the New York 
Elevated stock. Any surplus remaining after the payment 
of these dividends will be divided between the Manhattan 
and New York stock pro rata. This agreement leaves the 
Metropolitan Elevated Co. out altogether. That company, 
however claims that the lease of its road to the Manhattan 
Co. cannot be canceled without its consent as it has always 
complied with the terms of the original agreement. 


Memphis & Little Rock.—At Little Rock., Ark., 
April 24, in the United States Chancery Court, a decree 
was rendered against this company, compelling it to issue 
certificates of deferred stock to all holders of second-mort- 
gage bonds issued to holders of Arkansas bonds and for its 
floating debt, and to holders of income bonds of the com- 
pany subsisting Feb. 15, 1879, who shall surrender the 
securities and file them inthe Master’s hands ‘within 90 
days from this date,” and the Master shall receive any such 
securities tendered him and cancel them. An appeal was 
taken to the Supreme Court of the United States. 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of April 26: 

On the Mexico & Tuxpam Railway in March, the track 
of kilometer 11 and 475 meters of kilometer 12 was finished 
on the section between Tepa and Tulancvingo, reaching the 
provisional station of Santa Maria. 

Mr. Sebastian Camacho, the resident director of the Mex- 
ican Central, has requested the Government to have its in- 
spector examine and accept the first 25 kilometers of the 
Pacific Division of the line, from San Blas towards Tepic. 

The President has ordered that all materials which the 
railway companies are allowed to import free of duty under 
their concessions must pass through the custom-house the 
same as ordinary goods, the companies giving bonds for the 
amount, which bond shall be cancelled on the receipt of the 
certificate for the Government inspector of the line to the 
effect that the material has been utilized exclusively for its 
legitimate purposes. 


Mississippi Railroad Commission.—A _ dispatch 
from Aberdeen, Miss., states that the United States Circuit 
Court has rendered a decision in the suits of the Illinois 
Central and the Mobile & Ohio companies to restrain the 
new Railroad Commissioners from interfering with the 
management or operation of their roads in Mississippi. 
The Court holds that the act establishing the commission is 
void for the reason that the charters of the road are so 
worded as to be contracts between the state and thé com- 


panies and the state has no power to violate'them. The 
act also attempts to sa inter-state commerce, which is 
beyond the power of the Legislature. The preliminary in- 
junctions are continued iu force. 


Missouri Pacific.—A dispatch from Washington, May 
5, says: ** A decision was rendered by the Supreme Court of 
the United States to-day in the important case of the Pacific 
Railroad Co., of Missouri, appellant, against the Missouri 
Pacific Railroad Co., C. K. Garrison, Jay Gould and others. 
Appeal from the Circuit Court of the United States for the 
Eastern District of Missouri. This suit arises out of the 
alleged fraudulent foreclosure in 1876 of a mortgage on the 
Pacific Railroad of Missouri, the sale of that road under 
decree of foreclosure, and its reorganization in the hands of 
Garrison, Gould and others, under the title of the Missouri 
Pacific Railway Co. The suit, therefore, is virtually one 
brought by the former holders of the railroad 
property against the resent holders of it, to 
recover legal title to it, on the ground that they were de- 
prived of it by pene fraud. It was alleged by the appellant 
in the court below that the default in the payment of the 
interest on its bonds, which was made the pretext for the 
foreclosure and sale of its road, was fraudulently caused 
and procured by means of dishonest collusion between its 
unfaithful board of directors and the present appellees; and 
that, therefore, it is entitled to have the decree of foreclos- 
ure and sale set aside and its property restored to it. The 
appellees demurred in the court below on various grounds, 
which this Court, in an elaborate opinion by Justice Blatch- 
ford, declares to be insufficient. This Court holds: 

**(1.) That the charges of fraud in the bill were sufficient 
to warrant the discovery and relief based on those charges. 
(2.) That the case set forth in the bill was one showing that 
no real defense was made in the foreclosure suit of 1876, 
because of the unfaithful conduct of the solicitor and direc- 
tors of the defendant in that suit, and it was, therefore. a 
case of which a court of equity would take cognizance. (3.) 
That there were no laches in filing the bill, as the time dur- 
ing which the appeal to the Court was pending could not 
be counted against the plaintiff. (4.) That as the bill 
showed hostile control of the corporate affairs of the 
plaintiff by its directors during the ge covered by the 
foreclosure suit, mere knowledge by or notice to the 
plaintiff or its directors, officers or stockholders, of the 
facts alleged in the bill, during that period, was unim- 
ooh me acase of acquiescence, assent or ratification not 

aving been shown, and the corporation having acted 
promptly when freed from the ccntrol of such directors. 
(5.) That it did not, however. follow that parties who 
became interested in the plaintiff corporation with know- 
ledge of the matters set forth in the bill were entitled to the 
same standing as to relief with those who were interested 
in the corporation when the transactions complained of oc- 
curred. (6.) That the Circuit Court had jurisdiction of the 
bill, notwithstanding the fact that the plaintiff and some of 
the defendants were citizens of Missouri. The decree of 
the Circuit Court is therefore reversed and the case re- 
manded with directions to overrule the demurrers with 
costs and take further proceedings not inconsistent with this 
court’s opinion. 

‘*The railroad property in controversy in this case was 
bought in at the foreclosure sale in 1876 by James Baker 
for C. K. Garrison, Russell Sage and others, and a control 
ling interest in it was afterward sold by the latter to Jay 
Gould, and it has since that time formed an important link 
in the Gould system. The present case came to this Court 
on a legal technicality in 1880 and was decided against the 
plaintiffs or original owners of the road. The decision ren- 
dered to-day will enable the plaintiff to bring the case here 
upon its merits and get a final decision of this Court upon 
the charges of unfaitbfulvess and fraud which, it is alleged, 
were the means by which the road was wrecked.” 

This company makes the following statement for the quar- 
ter ending March 31, including the Missouri Pacific proper 
and the IronjMountain lines: - 








1884. 1883. Inc. or Dec. P c. 
Earnings.......... $3.977,289 $4,031,629 D. $54,340 1. 
Expenses.......... 2,219,897 2,317,253 D. 97,356 4.2 
Net earnings... $1,757,392 $1,714,376 I. $43,016 2.5 
Per cent. of exps. 55.8 57.5 Dz. 1.7 


The statement adds : “‘ The surplus for the quarter after 
the payment of fixed charges shows a dividend of nearly 3 
per cent: on the capitul stock of $30,000,000.” 


Mobile & Ohio.—This company makes the following 
statement for April and the ten months of its fiscal year 
from July 1 to April 30 : 





——-April -——--Ten months.——, 

884. 1883. . 1882-83. 
ree $170,000 $128,866 $2,005,805 $2,005,113 
EERORGOS 20> 20000 cee 125,000 133,263 1,274,694 1,418,853 
Net earnings....... $45,000 $4.397* $731,111 $586,260 
Per cent. of exps..... 73.5 103.3 63.5 70.6 





* Deficit. 

For the ten months this shows an increase of $692 only 
in gross earnings, with a decrease of $144,159, or 10.2 per 
cent , in expenses, and a resulting gain in net earnings of 
$144,°51, or 24.7 per cent. . 


Mount Verpon, Coshocton & Wheeling.—Sur- 
veys have been completed for the line of this road from 
Marion, O., to Mount Vernon, 76 miles. The plans and 
estimates are now being prepared in order that the con- 
tracts may be let as soon as possible for the grading. 


New York, Chicago & St. Louis.—At the annual 
meeting in Cleveland, May 7, it was stated that the earnings 
for the past year were $2,327,683, the expenses $1,689,294, 
and the net earnings $638,389, or much less than the 
interest charges. 


New York & New England.—Tbhe Receiver’s state- 
ments give the following figures for March and the three 


months ending March 31: 
: -———March.——. -—Three months.— 
1884. 1883. 1884. 1883. 
| eee $259,482 $296,311 $758,760 $779,703 
ND 65s wos ncedaow 207,457 = -255, 655,757 75, 
Net earnings ....... .. $52,025 $40,482 $103,003 $4,642 
Per cent. of expenses... 79.9 86.3 86.4 99.4 


For the three months this shows a decrease in gross earn- 
ings of $20,943, or 2.7 per cent., with a decrease in ex- 
penses of $119,304, or 15.4 per cent., the result being a gain 
of $98,361 in the net — 

The Court bas authori the Receiver to expend a sum 
not og exceed $70,000 in continuing work on the second 
track. 


New York, New Haven & Hartford.—Tbis company 
has finally decided not to build the proposed branch from 
West Haven, Conn., to Savin Rock, the reason given being 
that the Railroad Commissioners required that the branch 
should be constructed in such a manner as to avoid the cross- 
ing of several highways at grade, and that this would add 





so.much to the expense of building it as to make it unpro- 
fitable, . -- meatal wee ; : . ; 


New York, Ontario & Western.—A cable dispatch 
from London says: ‘The Ontario & Western committee 
has issued a circular stating that nearly $10,000,000 was 
subscribed on the reorganization of the company for 
extending the line to New York, yet, notwithstanding that 
the Weehawken section—77 miles between Middletown and 
Weehawken —has been constructed largely from the means 
of the Ontario Co., the directors had so arranged the con- 
tract that they only bold this section on lease for 99 years, 
agreeing to pay the West Shore Co. 25 per cent. of the gross 
receipts from all sources, and guaranteeing that the 25 
cent. should never be less than $500,000 per annum. The 
Committee has protested against this extraordinary con- 
tract, and certain modifications have been offered, including 
the cancelment of the guarantee of $500,000, but they do 
not consider these modifications adequate tu the just rights 
of the Ontario & Western Co. The committee will shortly 
begin work in New York.” 


New York, West Shore & Buffalo.—The New York 
Times of May 7 says: ‘‘The details of the plan for the 
financial relief of the New York, West Shore & Buffalo 
Railway are now being communicated to the persons inter- 
ested with a view to getting a legal expres«ion for or 
against the propositions. The agreement which it is pro- 
— shall be made with the Metropolitan Trust Co., as 

rustee, is described as an ‘agreement of first mortgage 
bondholders to receive 6 per cent. bonds with continuing 
first-mortgage lien, for interest as it matures, during three 
years. 

“The framers of the plan state that it is deemed advan- 
tageous to the holders of the 5 per cent. bonds of the New 
York, West Shore &. Buffalo Railway Co., bearing date 
of Aug. 5, 1881, that the said railway company should ap- 
ply the net income arising from the operation of its railway 
until Jan. 1, 1887, to other purposes than the payment of 
interest upon the bonds. These otber purposes are the pay- 
ment of the floating indebtedness, the purchase of equip- 
ment and other property necessary for the operation of the 
road, and ‘ other expenditures which will enhance the value 
of the ape we property securing the said bonds.’ 

“It is provided that the signing of the agreement by the 
holders of $25,100,000 first-mortgage bonds of the West 
Shore road shall be an authorization to the Metropolitan 
Trust Co. to ‘instruct the Trustee under the said mortgage, 
according to the terms of Article V. of the said mortgage, 
to refrain from declaring the principal sum of the said issue 
of bonds to be due by reason of any default upon the said 
eoupons Nos. 6, 7, 8, 9, 10 and 11.’ Each subscriber will, 
upon five days’ notice from the Trustee named in the agree- 
ment, present his bonds at the office of the Trustee and per- 
mit the following words to be stamped upon the face of 
each bond: 

*** Coupons Nos. 6, 7, 8, 9, 10 and 11 of this bond are 
subject to the bondholders’ agreement of May 1, 1884, and 
each successive holder of this bond and of the said coupons 
takes the same subject to said agreement.’ 

“On each coupon will be stamped ‘Subject to bondbolders’ 
agreement.’ Part second of the agreement provides as 
follows : 

“**The subscribers holding first-mortgage coupon bonds 
severally agree that as and when the said coupons, num- 
bered 6, 7, 8,9, 10 and 11 thereon, respectively mature, 
they will present and surrender the same uncanceled at the 
office of the Trustee, to be held by the Trustee as herein pro- 
vided, accepting in lieu thereof the 6 per cent. bonds of the 
said New York, West Shore & Buffalo Riilway Co., or 6 per 
cent. scrip, convertible ineven sumsof $1,900, or multiples 
thereof, into such 6 per cent. bonds, such surrender and 
exchange being made upon the basis of 6 per cent. bonds 
at par for the face value of the coupons so surrendered.’ 

“The new 6 per cent. bond will mature July 1, 1894. It 
promises to pay the principal in gold and the interest at the 
rate of 6 per cent. per annum from July 1, 1884. It is ex- 
pressly stated that the bond is issued for an amount equal to 
the interest falling due on July 1, 1884, Jan. 1, 1885, Julv 1, 
1885, Jan. 1, 1886, July 1, 1886, or Jan. 1, 1887, upon the first 
mortgage bonds of the West Shore road, the right to 
collect and receive which interest, with the lien thereof 
preserved, is held by the Trust Co. as Trustee. In case of 
30 days’ default in the payment of principal or interest of the 
new bond, or in case of foreclosure sale of the premises 
covered by the first mortgage, then the interest held in trust 
by the trust company shall at once become due and payable 
upon the surrender of the new bond. The West Shore Rail- 
way Co. reserves the privilege of paying off this bond atany 
time before maturity, and stopping the interest by giving 
three months’ notice and by paying to the bolder the face 
value of the bond, together with a premium of 10 per cent. 

“Should the proposed agreement not be signed by the hold- 
ers of the necessary $25,100,000 of first-mortgage bonds 
before July 1, 1884, it is stipulated that a majority of the 
signers may extend the time in which the document may 
be signed. It was stated authoritatively yesterday that 
efforts had just been begun to secure signatures, and it was 
not known definitely to what extent the agreement had 
been signed. If prompt action is taken by the holders of a 
majority of the first-mortgage bonds, $6,000,000 in cash, 
it is expected, will be provided by a syndicate, a majority 
in interest in which shall elect a new board of directors, 
which will have the appointment of the President and other 
executive officers. The small bondholders are provided for 
in this new arrangement by being given the opportunity of 
exchanging their bonds for scrip bearing interest at 6 per 
cent, semi-annually. 

‘* The gentlemen interested in putting this plan into exe- 
cution declare that it is important to the business interests 
of the state and city that the independence of the West 
Shore enterprise shall be preserved, and they believe that 
the proposed plan will accomplish the desired end.” 


New York, West Shore & Buffalo.—This company 
has concluded a contract with Pullman’s Palace Car Co. for 
the purchase of a large number ‘of passenger and freight 
cars, to be built at the Pullman shops. The cars are to be 
delivered during the coming summer. The total amount of 
the contract is $2,447,624, of which amount 25 per cent. is 
to be paid down and the balance in equal monthly install- 
ments under a car trust agreement. 


North Conway & Mt. Kearsarge.—The Boston 
Advertiser of May 6 says: “A railroad enterprise is now 
under consideration which, if carried out, will open up 
another charming New England summer resort, namely, 
Mount Kearsarge in New Hampshire. The enterprise was 
inaugurated early in the summer of 1883 by Mr. George E. 
Mansfield, of Boston, the projector of the 2 ft. gauge system. 
In the fall of the same year acharter was granted by theNew 
Hampshire Legislature, incorporating Messrs. Geo. E. Mans- 
field, Herbert N. Smith and Geo. G. Frost, of Boston, Ithiel 
E. Clay of Chatham, N. H., Lycurgus Pitman and Alfred 
Eastman of North Conway, N. H., as the North Conway & 
Mt. Kearsage Railroad Co. The proposed railroad will con- 
sist of three divisions. The North Conway Division, having 
as a starting point the North Conway station of the 
Eastern Rai d, will run parallel with that road for 
about a mile, or to the junction of the Eastern and the 





Portland & Ogdensburg railroads, thence parallel with the 
Portland & Ogdensburg for another mile, or to the Intervale 
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station on that road, will then turn to the east over Kear- 
sarge village, and willreach Chatbam Notch, its terminus, 
at a distance of 6 miles from North Conway. The 
Chatham Division will extend from Chatham Notch to 
Chatham Post-Office, 6 miles, and will run through a 
heavy timber land, as will also the North Couway 
Division, from which it is anticipated a considerable revenue 
will be derived. The Mountain Division, leaving the 
main line at Chatham Notch, will make one circuit of Bart- 
lett Mountain, pass through the notch between Bartlett and 
Kearsage Mountains, then wicd spirally around Kearsarge, 
making three complete circuits of the mountain and reach 

ing its summit, a height of 3250 ft., at a distance of 9 miles 
from Chatham Notch. At each circuit of the mountain, the 
observer will have presented to his eye a different and 
distinct panorama of natural scenery, embracing over 100 
mountain peaks, from 30 to 40 lakes and ponds, the Saco 
valley, Portland and the ocean at the southeast: in short, 
one of the finest views to be had in New England. For the 
past 30 or 40 years there bas been a hotel upon the summit 
of Kearsarge, but it was blown down during a severe gale 
last November. While dignitied by the name of a_hotel, it 
was merely a rambling, old-fashioned, country dwelling- 
house, intended for transient travel, and with accom- 
modations for about 50 table boarders, yet 5,000 persons 
have registered there in one season. The ascent of 
Kearsarge can be made by foot for abcut three-quarters of 
the way, while the rest of the distance to the summit has to 
be traversed on the backs of horses or mules, and all the 
baggage has to be transported in the latter manner. It is 
proposed to construct a new, first-class hotel upon the sum- 
mit, containing from 30 to 40 rooms. The season will last 
four months, during which time only, of course, will the 
mountain division be operated. The schedule time fora 
train of four cars, containing 150 passengers, drawn by one 
locomotive, from North Conway, to the summit, 15 miles, 
will be one hour, and about the same time will be consumed 
in making the descent, in order to give the passengers an 
opportunity to view the scenery, and to secure safety. The 
bighest grade in the mountain division will be 264 ft. to the 
mile. The price of a round-trip ticket from North Conway 
to the Summit House and return will be about $2.50. 

“Instead of being a cog railway, such asthe Mount Wash- 

ington Railway, the North Conway & Mount Kearsarge 
Railroad will be a traction, or ordinary railroad, with a 
gauge of 2 ft.; will be well built; the rolling-stock will be of 
the best quality, and equipped witb air-brakes, Miller plat- 
forms, and all appliances for convenience and safety, the 
Mountain Division being also equipped with observation 
ears. The cost of the road is estimated at from $10,000 to 
$11,000 per mile. A meeting of gentlemen interested in 
the movement was recently held in this city, at which a 
preliminary organization to carry out the provisions of the 
charter was effected.” 


Northern Pacific.-—The extension of the Jamestown & 
Northern Branch bas been completed to Rockford, Dak., 17 
miles westward from the late terminus at Carrington, and 
69 miles from the main line at Jamestown. A branch of 
this line has a!so been completed from Carrington north to 
Sykeston, 13 miles. Trains bave begun to run regularly 
over this branch, having run only occasionally through the 
winter. 


Ohio River.—Track-laying is progressing rapidly on 
this road, and there now remains a gapof only 18 miles 
extending from Powbatan, W. Va., southward. The ballast 
trains are kept at work as close to the track-layers as pos- 
sible, and the company propose to have its whole line from 
} heeling, W. Va., to Parkersburg, open for traffic by 

uly. 


Oregon & California.—This road is now completed 
to Ashland, Or., 148 miles southward from the old terminus 
at Roseburg, and 15 miles beyond the point noted at the 
close of 1883. Trains now run to the new terminus, which 
is in the Rogue River Valley, the line of which the road 
follows nearly all the way to the California line. 4 

The Boston Advertiser of May 5 says: “The negotiations 
for the cancellation of the lease of the Oregan & California 
Railroad to the Oregon & Transcontinental Co. has been 
abandoned. It is stated they have failed because the Boston 
management of the Oregon & Transcontinental Co. virtual- 
ly declined to make a definite offer as to what that company 
would give to be released from its obligation. It is also 
stated that the cffer was not made on account of the inabil 
ity of the Oregon & Transcontinental Co. to turn over the 
securities or funds that would be required from it in settle- 
ment. The situation is further complicated by tbe fact that 
the Oregon & California second-mortgage bonds were issued 
since the enactment of the Oregon law under which the 
issué of new bonds by the Oregon Railway & Navigation 
Co. was recently declared illegal.” 


Oregon Railway & Navigation Co.—It is reported 
propositions to lease the Oregon Railway & Navigation Co. 
have been made by both the Union Pacific and Northern 
Pacific Railway companies. The Union Pacific, it is said, 
offers to pay all fixed charges and 8 per cent. dividends on 
the stock and the Northern Pacific cffers to pay the fixed 
charges and 6 per cent. dividends as a minimum and 8 per 
cent, dividends if the road earns enough. In case ‘the earn- 
ings should go beyond 8 per cent. the Northern Pacific 
people will pay _over to the leased company one-half of all 
such excess. It is believed that both propositions will be 
considered at the annual meeting of the Oregon Co. which 
will be held in Portland next month. 

_An injunction has been granted by Judge Wallace, of the 
United States Court, restraing the Oregon Railway and 
Navigation Co. from executing a lease to the Northern Pa- 
cific Railway Co., or any other company, pendiug the trial 
of the suit of Mpenees Erwin and others against it. The 
injunction ma vacated by the enjoined companies giving 
$500,000 bonds to abide the final decree in the suit, 

This company’s earnings for March and the nine months of 


the fiscal year from July 1 to March 31, are given as 
follc ws: 


——-March.——, -—— Nine months.—. 

, 5 188+. 1883. 1€83-84. 1882-83. 
Eearnings .........++. $381,418 $419,497 $4,156,833 $3,820,622 
EXPeCnses .....005 00% 251,079 221,443 = 2,318,934 ,938,904 
Net earnings... .... $130,337 $198,054 $1,837,899 $1,881,718 
Per cent of expenses.. 65.8 52.8 55.8 50.7 


Yor the nine months there was an increase of $336,211, 
or 8.8 per cent., in gross earnings, with an increase of $380,- 
030, or 19.6 per cent., in expense, and a resulting decrease 
in net earnings of $43,819, or 2.3 per cent. 


Pacific & Great Eastern.—This company was recently 
organized, aud proposes to build a railroad = Fayette- 
ville, Ark., to the Mississippi River. A portion of the road, 
it is said, will be put under contract at once. 


_Pennsylvania.—The board bas decided to make the May 
dividend 4 per cent., giving stockholders the option to take 
one-half of it in new stock at par, the privilege to expire 
July 81. At present prices the dividend, if the option to 


take stock is sengpted, ¢ is worth about 4 rcent. Should 
all stockholders the new stock, és Trobably most of 


its total amount $94,472,145. 

The Moshannon & Clearfield Co. and the Tyrone & Clear- 
field Co. have been consolidated under the last mentioned 
name. Both companies are wholly controlled and their 
roads operated by the Pennsylvania Railroad Co. ; 

On the new Schuylkill Valley Branch, track is now laid 
from Phoenixville, Pa., to Pottstown, 11 miles. Trains 
will probably soon be run from Philadelphia to Pottstown 
by way of the branch from Fraser to Phceenixville. 


Pittsburgh, Fort Wayne & Chicago.—The Phila- 
delphia Ledger of May 3 says: ‘‘The negotiations between the 
Pittsburgh, Fort ayne & Chicago Railroad and 
the Pennsylvania Railroad bave been based upon the 
fact that, through the issues of the stock for better- 
ments made to the Fort Wayne road by the Pennsyl- 
vania Company, the lattercorporation had acquired a lerge 
voting interest in the Fort Wayne road, and some of the 
large Fort Wayne shareholders feared that in time the 
Penusylvania Railroad Co. would be the controlling stock- 
holder, and they objected to its being in the position 
where it would have the opportunity both as lessor 
and lessee to interpret the provisions of the 
lease, although it would have no power to change 
the provisions of the lease even if it should obtain 
such control, They therefore declined to make any further 
issues of betterment stock, and asked the Pennsylvania 
Railroad Co, to agree to the issue of another security. The 
Pennsylvania Railroad Co. is willing to accept another form 
of security, provided it be made entirely satisfactory to it, 
and in the negotiation the Fort Wayne Co. suggested that 
as the Pennsylvania Railroad Co. expended over a million 
of dolJars a year in betterments, the Fort Wayne Co. could 
issue, to represent this expenditure, a 5 per cent. 
bond, which would bring in the market about par, 
if the Pennsylvania Railroad Co. would agree to ex- 
change these bonds, as it earned them in making better- 
ments, for the stock held by the old Fort Wayne sharehold- 
ers. As there are some twenty millions of this stock issued, 
it would probably require from 15 to 20 years to vomplete 
the exchange. It was on the question of issuing such a bond, 
under the arrangement described, that the stockholders of 
the Fort Wayne Co. were caHed together on May 1, but 
owing to the absence of a two-thirds vote, which is required 
under the Fort Wayne organization, of both the stock and 
bondholders, nothing could be done, and the meeting was, 
therefore, adjourned to May 21, the date of their annual 
meeting, at which there is always a very large representa 
tion of the stock and bond interests.” 


Pittsburgh Junction.—The Pittsburgh Chronicle- 
Telegraph says of this company’s bonds: “It can now be 
stated that the fullamount of bonds, $1,440,000, has been 
issued, as also $480,000 of preferred stock, guaranteed at 7 
per cent., bringing the total indebtedness of the company 
up to the limit set in the tripartite contract between the 
Baltimore & Ohio, the Pittsburgh & Western and the Pitts- 
burgh Junction Railroad companies, in which the latter is 
guaranteed traffic from the two first-named sufficient to 
more than meet its fixed charges. These securities, bonds 
and preferred stock bave all been taken up by capitalists of 
this city and Baltimore, and the money accruing therefrom 
is now in the hands of the Junction Co., and will be amply 
sufficient to complete the road and put it in first-class shape 
for operations, all statements to the contrary notwithstand- 
ing.’ 

Pittsburgh, McKeesport & Youghiogheny.— 
The Pittsburgh Chronicle-Telegraph of May 5 says: ‘‘ The 
stockholders of this company will hold a meeting on Tues- 
day, July 8, to decide for or against an increase in the 
capital stock and a further issue of bonds. This increase in 
the company’s liabilities is not to be based upon the present 
length of road, but upon an extension to p2netrate the coke 
region and tap Uniontown, to be 20 miles long and cuapital- 
ized at about the same rate per mile as the present road. 
The stock and bonds will bear the same guarantee as those 
now out—6 per cent. for 40 years—by the Pittsburgh & 
Lake Erie and the Lake Shore & Michigan Southern com- 
panies. Although but recently opened, the Pittsburgh, 
McKeesport & Youghiogheny is earning 6 per cent. on all 
its obligations, including the stock, and its traffic receipts 
are steadily increasing.” 


Rio Grande & Pecos.—This read is now in possession 
of a Receiver, who has been recently appointed. The road 
was intended to run from Laredo, Texas, up to the Texas 
side of the Rio Grande to Eagle Pass, 135 miles. It is com 
pleted from Laredo to Santa Tomas (where there are coal 
mines), 27 miles. Very little information concerning the 
company can be had. 


St. Louis, Belleville & Eastern.—This company has 
been formed by the consolidation of the St. Louis & Eastern 
and the Belleville & Centralia companies. Neither of these 
companies has any road built, but the consolidated com- 
pany purposes constructing a line from East St. Louis 
through Belleville to Centralia on the Illinois Central road. 
The capital stock is fixed at $1,608,000. The road will be 
about 50 miles long. 


St. Louis & San Francisco.—Surveys have been 
completed for a branch of this road from Springfield. Mo., 
to Bolivar, about 40 miles, and arrangements are now being 
made for the right of way. Many of the people upon the 
line are willing to give this for the sake of getting the road. 
The contracts for the grading will shortly be let. 


San Francisco & North Pacific —This company bas 
completed an extension of its road from San Rafael, Cal., 
to Tiburon on Raccoon Straits, a distance of 914 miles. 
Of this 7 miles have been completed this year. The exten- 
sion required some costly work, including several high 
trestles, a very heavy fill and three tunnels, 600 ft., 1,097 
ft. and 1,850 ft. long, respectively. This extension brings 
the bay terminus of the road within about six miles of the 
wharves of San Francisco, reducing the ferry transfer to 
that distance instead of 14 miles, which was the distance 
from the San Rafael terminus. 


Shenandoah Valley.—This company makes the fol- 








lowing statement for March and the three months ending 
March 31: 
———March.— — -— -Three months.--— 
1884 1883. 1884. 1883. 
Earvings........... $59 581 $64,415 $174.225 $153,125 
Expenses.. ......... 51,146 60.073 156,366 157,865 
Net earnings...... $8.445 $14.342 $17,859 $4,738" 
Per cent. of exps.... 85.8 77.8 89.8 103.3 
*Deficit. 


This shows for the three months an increase of $21,100,or 
18.8 per cent., in gross earnings, with a decrease of $1,497, 
or 09 per cent., in expenses, making a net difference of 
$22,597 and changing the result from a deficit last year to 
a fair amount of net earniugs. 


Shenango & Allegheny.—General J. H. Devereux has 
beguu suitagainst this company as trustee under the first mort- 
gage, asking for the appointment of a receiver, and for an 
roder for a foreclosure and sale of the property. The com- 





them will, the increase in stock will be $1,852,400, making | plaint alleges that the company is unable to pay interest upon 





its bonds and hasalsoa large floating debt. The road extends 
from Greenville, Pa., to Hilliard, 47 miles, and has some 10 
miles of coal branches. A receiver was appointed in Janu- 
ary last, on the application of some English stockholders. 


Tionesta Valley.—Tbis road is now in operation from 
Sheffield, Pa., on the Philadelphia & Erie road, southward 
to Sheffield Junction on the Pittsburgh & Western, a dia- 
tance of 13 miles. An extension from Brookston to Sheffield 
Junction, 6 miles, was recently completed. 


Toledo, Ann Arbor & Northern Michigan.— 
Track-laying on this road is now in progress, and the com- 
any expects toreach St. Louis, Mich.. in a short time. 
The road will then be in operation from Owgsso to St. Louis 
and no further work will be done before fall. 


Toledo, Cincinnati & St. Louis.—A new plan for 
the reorganization of the main line of this road is presented 
by Mr. Austin Corbin, of New York. The details of this 
len have not been made public, but it is understood that 
it includes the operation of the Jine in connection with the 
Indiana, Bloomington & Western road and its change from 
narrow to standard gauge. The plan will shortly be sub- 
mitted to a general meeting of the shareholders to be held in 
Boston. 

A dispatch from Deiepes, O., May 4, says; ‘ Receiver 
Craig, of the Narrow Gauge, returned to-day from Chi- 
cago, where he has been in conference with Judge Drum- 
mond. By consent of the trustees he has filed a petition 
for an application to issue regular certificates. 

‘* He called a meeting of the employés and made a propo- 
sition to issue notes running one year, bearing 6 per cent. 
interest, backed by the Court. He admitted being unable to 
secure a loan to pay off the men. The proposition was not 
satisfactorily received, as they claim they cannot wait such 
alength of time. The men are threatening to stop all 
trains.” 

A meeting of the bondholders was held in Boston, May 6, 
at which Mr. Corbin presented a statement of his intentions. 
and after some discussion, in which it was generally ap- 
proved, the following resolution was passed : 

** Moved, That a committee of five be appointed to repre- 
sent the bondholders of the St. Louis Division of the T. C. 
& St. L. R. R Co. in arranging a new plan of reorgani- 
zation, with full power to act in preparing the papers for 
signatures of bondholders, and that this committee shall 
confer with the present committee who represent tbe main 
line bondholders and the St. Louis Division, and with Mr. 
Austin Corbin, for the purpose of harmonizing the interests 
of all, and for the full protection of the security bolders of 
the St. Louis Division, and that this committee shall be : 
George N. Smalley of Westboro, Mass., Jonathan Dwight of 
New York, Weston Lewis of Boston, Samuel Atherton of 
Boston, and J. A. Evans of Boston. This committee to have 
power to fill any vacancy that may occur.” 


Union Pacific.—On May 2, nearly all the employés, of 
this road left their work in consequence of the reduction of 
wages which was ordered to take effect on the preceding 
day. The strike was general along the main line from 
Council Bluffs to Ogden, and also on the leased lines ana 
branches, nearly 12,000 men joining in it, including switch- 
men, trackmen, brakemen, freight-handlers and shop bands. 
No trains ran on that day with the exception of the through 
mail trains. The strikers were very orderly in their con- 
duct and posted guards over the company’s property to 
prevent any injury being done by the rougher element. 
The committee of the strikers waited upan General Manager 
Clark and informed him that the men would accept no com- 
promise. He asked time to consult with the New York 
officials and promised a decisive answer the same afterr oon, 
and at once submitted the case by telegraph to President 
Dillon, requesting an early decision. At the appointed time 
the committee again waited upon Mr. Clark, when, having 
recdived no orders from New York, he upon his own 
responsibility ordered wages restored to the old standard 
and at once notified all heads of departments. This closed 
the strike. 


Virginia Western.—This company has been organized 
to run from a point on the Richmond & Allegheny road near 
the mouth of Craig’s Creek, through the counties of Craig 
and Botetourt, to reach the coal and iron mines in the last- 
named county. The coal on the line is said to be of very 
good quality. A number of the corporators are interested 
in the Richmond & Allegheny road. 


Wabash, St. Lc uis & Pacific.—A suit has been begun 
at Peoria, Ill., against the Toledo, Peoria & Warsaw, the 
Toledo, Peoria & Western and the Wabasb, St. Louis & 
Pacific companies, to compel the last-named company to 
issue certificates of stock to the amount of $25,000, in ex- 
change for $100,000 in the Toledo, Peora & Warsaw road, 
given by the city of Peoria to aid in the construction of the 
latter road. It has been held that the bonds held by the 
city were valueless because the agreement stipulated that 
the bonds should be transferred in 30 days after a specified 
time, but legal publication of that fact was never made, and 
the discovery of a vital document in the case was made by 
accident. 


Western & Atlantic.—Like other Georgia roads, this 
road was badly damaged ky the heavy rains of two weeks 
ago, and the repairs had hardly been completed when 
another storm caused additional damage, closing the road 
to through tratfic for several days. The repairs are now 
completed and trains are running regularly. 


Western North Carolina.—This company paid 
promptly on May 1 the $600,000 due to the state of North 
Carolina on the purchase of the road. This payment is for 
work done and supplies furnished upon the road while it was 
in possession of the state and to complete the payments 
required of the company. 


West Jersey.—This company makes the following state- 
ment for March and the three months ending March 31 : 


-———-March.-—, --Three months— 
8 3 





1884, 1883. 1884. , 
Earnings..........+- $82,493 $76,849 $218,979 $200,725 
Expenses.............. 50,746 47,17 136,626 129,477 
Net earnings... ... $31,747 $29,670 $82,353 71,248 
Per cent. of exps .... 61.5 61.4 62.4 64.5 


For the three months this shows an increase of $18,254, 
or 9.1 per cent. in gross earnings, with an increase of $7,149, 
or 5.5 per cent. in expenses, the result being a gain in net 
earnings of $11,105, or 15.6 per cent. 


West Virginia Central & Pittsburgh.—Regular 
trains on this road have begun to run to Fairfax, 47 miles 
from the starting point at Piedmont. Track was laid 
recently to the new terminus, which is on the boundary line 
between Maryland and West Virginia. 


Williamsport & North Branch.—This road is now 
completed to Picture Rocks, Pa., three miles northward 
from the late terminus at Hughesville, and 914 miles from 
the junction with the Philadelphia & pending road at Halls. 
Work is in progress on the extension from Picture Rocks to 
Jonestown, 17 miles. 











